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Introduction
As it was 150 years ago, Ross's Landing is once more the center of attention in the
community more commonly known by the name Chattanooga. The historical identity of
the city is rooted in one particular place, a river crossing where two nations met early in the
19th century. Beginning in the late 1950s, the physical landscape of the city core has
undergone radical transformations forever altering the appearance of the oldest parts of
Chattanooga. Perhaps also lost amid modern demolition and construction is the memory of
the cultural landscape of the last century.
Research Goals
This document is a research paper prepared by the Jeffrey L. Brown Institute of
Archaeology under a contract with The RiverCity Company, Inc., of Chattanooga, a
private not-for-profit development corporation chartered with coordinating the construction
of the Tennessee Riverpark, a multi-faceted recreational and commercial development
centered around the river which flows through Chattanooga and Hamilton County,
Tennessee. The research contracted for by The RiverCity Company is narrowly defined in
the contract to cover an area historically known as Ross's Landing. At the center of the
research area, a private development known as the Tennessee Aquarium will be built, and
in the surrounding area, other private construction projects will dramatically alter the
character of the waterfront.
This present study is not a comprehensive history of Chattanooga or of Hamilton
County. The research summarized within this document takes on the one hand a
microscopic view of one small portion of the modern city, but an area which once was
virtually all of the place known as "Ross's Landing." Such a narrow focus is not the
product of any sophisticated historical research design, but the reflection of practical
considerations; the area examined is scheduled for substantial construction projects marking
radical departures from past usages. On the other hand, a plethora of dates and names is
incomprehensible without general background data. Consequently, the report is written as
a history in a chronologically developed, narrative style.
Our subject matter is one defined by contract rather than by theme or period, and it
may more properly be described as a study area. Our study area is a tract of land embracing
the downtown waterfront of Chattanooga and adjacent blocks. The boundary of the area
begins on the left bank of the Tennessee River at the western end of "The Bluff' where the
archaeological site of Bluff Furnace is situated. The boundary runs south and west across
Riverfront Parkway to the corner of Walnut and Second streets, west to Market, south
down Market to Fourth Street, west on Fourth Street to the north-bound entrance ramp of
Interstate 124. The study area boundary runs north and west with the ramp right-of-way to
the southern margin of Riverfront Parkway, thence west along the parkway to a point
opposite the city marina, thence to the shore of the Tennessee River. This report is the
study of a place through time, an area encompassing the oldest part of Chattanooga.
Creation of the Tennessee Riverpark has engaged our attention before to studies of
time and place. The Institute of Archaeology provided archaeological services to The
RiverCity Company prior to construction of its Tennessee Riverpark Phase I project area
near the C. B. Robinson Bridge. Construction of Riverpark Phase II and the Tennessee
Aquarium will have an immediate, direct impact only on the core of the study area defined
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above, but secondary impacts will influence businesses in the entire tract. Historical
Ross's Landing is included in the study area, and roughly a third of the original town of
Chattanooga is also encompassed in its boundaries. The objective of this research is to
examine in detail, from a purely historical standpoint, the Phase II - Aquarium area.
It is hard enough to write a general history and do credit to the various threads of
history that are woven into the fabric of the community, but to take a very narrow
geographical focus invites a kind of historical myopia. Some general historical
observations are made in order to put more site-specific observations into context. To
critically evaluate secondary historical accounts covering past activities and structures at
Ross's Landing requires a depth of research not performed for this report. This report is
thus not exhaustive, and like any contract arrangement, has been carried out under time and
money constraints. Consequently, this document is called a historical survey of Ross's
Landing. Readers who encounter errors or ambiguities are encouraged to contact the
Institute with their comments. First and foremost, this is a research paper, and the process
of research is on-going.
This present study is not the first such document of its kind. In July, 1985, E.
Raymond Evans and Vicky Karhu submitted a research report to the progenitor of the
RiverCity Company, the Moccasin Bend Task Force, City of Chattanooga and Hamilton
County. The report was entitled "Cultural Overview and Synthesis Study of the
Chattanooga Riverfront, Chattanooga, Tennessee." This document summarized the
cultural resources in the river corridor from Chickamauga Dam above Chattanooga to the
Hamilton-Marion County line below the city. Historical data was supplemented by a list of
archaeological sites potentially affected by riverfront development. This document should
be consulted for information on the prehistory of the Chattanooga area and for a
comprehensive treatment of Cherokee lifestyles in the early historic period. The present
document concentrates on the Euro-American history of Ross's Landing, that is, its
development since 1838.
Research Methods
The intent of the research summarized within was to collect site-specific data on the
study parcel and to generate information that would be useful in making contextual
statements about past utilizations of the waterfront area of Chattanooga. As a survey-level
document, the research was not expected to exhaust all avenues of information, but rather
to sample the available data and make some general statements about the history of the
downtown waterfront. Since this report is a resource document, the narrative is heavily
referenced with footnotes citing the sources of the information.
The methods used to research the study parcel were varied, and addressed the
Ross's Landing area with varying levels of specificity. One access route to documentary
research on specific parcels of land is the chain of title, the reconstruction through official
county court records of the ownership through time of a piece of land. Deeds often contain
references to improvements - houses, wells, fencelines, fields - of immediate interest to
historical archaeologists. To the historian, the title research gathers the names of
landowners and tenants, and establishes business or family connections within the
community. To the geographer, the manner in which the landscape is subdivided and
utilized reflects larger economic and social development patterns
Deed research on urban tracts is notoriously time-consuming, however. Urban,
commercial street frontages in particular were of high monetary value to the commercial
community, and tended to be subdivided more frequently than they were consolidated,
particularly in retail districts. Commercial as well as urban residential properties tended to
change hands more often than rural, family-owned farmsteads, for example. At the outset,
it was acknowledged that this deed research approach to site-specific data could only be
applied selectively within the constraints of the research. Two local title firms were
2

contracted by the RiverCity Company to document land ownership through time on several
critical parcels of land in the study area. Lawyers Title and Escrow, Inc., and MilliganReynolds Guaranty Title Agency, Inc., performed the deed research. A complete chain of
title on the study area parcels was desirable but not economically feasible. The tracts
selected for title research included the direct construction impact areas associated with the
aquarium, namely, the two city block areas bounded by Chestnut and Market, First and
Second Streets. Additional research was performed on adjacent parcels.
The data generated by title searches provided information about the names of land
owners and frequently some data concerning improvements (buildings, etc.) and property
utilizations. The deed research by itself rarely provided enough information to generate an
overall context in which to relate the use of an individual parcel; consequently, other data
sources were examined. Street directories, available from the 1880s on, document the
succession of tenants and industries in the waterfront district of Chattanooga. The
examination of this data source, however, frequently revealed little more than an address,
names of residents or proprietors, and occasionally a commercial or industrial function.
Similarly, the plan maps of Chattanooga prepared at various times in the past illustrated the
layout of the waterfront district of the town and sometimes identified the lot owners as well
as the names of businesses and industries occupying the area. But these sources tend to
give a static picture of life in the waterfront district of Chattanooga.
Period newspapers provided a great deal of general and specific information about
the people and businesses that occupied the waterfront and adjacent blocks in the city.
Although sometimes inaccurate, newspapers nonetheless were contemporary narratives of
life in the city. The humor and pathos of the day were mixed with facts and commentary.
This data source was time-consuming to search, however; early newspapers with four page
editions grew in time to eight pages, then sixteen, and so on. To read each and every word
in even small editions was too time consuming for a historical survey, so a scanning
technique was adopted to focus in on the types of items and columns yielding site-specific
information.
Newspaper clipping files have been maintained at the Chattanooga-Hamilton
County Public (Bicentennial) Library for a number of years, and are arranged topically.
These files often served to introduce topics of research such as specific businesses in the
waterfront area, and these files were readily accessible. Clippings that touched on the
principal businesses in the study area could often be found in the files, but the coverage
was uneven. Early concerns and smaller businesses were often not represented in the
clippings.
To link site-specific data with larger historical themes called for a review of
secondary historical compilations. A number of secondary histories of the city and county
were reviewed for this document, and these are cited within the text. Govan and
Livingood's The Chattanooga Country and John Wilson's Chattanooga's Story are two
such histories cited frequently in the text. Endnotes have been provided for each chapter in
order to document the sources of quotes and specific interpretations or observations.
Visual images of the past are highly evocative and can convey strong impressions
about the character of a period and place. There is a wealth of photographic materials in
private and public collections in Chattanooga, Nashville, and Washington, D. C. Budget
constraints limit the number of illustrations presented in this report to a bare minimum. The
Bicentennial Library maintains a series of large photograph scrapbooks which contain
hundreds of pictures of early inhabitants, buildings, and activities. We have tapped the
photographic images of Ross's Landing only to a small degree.
To aid in the use of this report, an index of names and topics has been prepared.
This is particularly useful to link the discussions of single industries which are scattered
throughout the report due to the chronological development of the text.
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The Scope of Research
Although prepared by an archaeologist, this document does not treat in any detail
the documented and potential archaeological sites in the study area. In the final chapter of
this report, the limited data on archaeological sites in the waterfront area of Chattanooga is
discussed. Through above-ground research based on printed and published accounts and
records, it is possible only to hint at the cultural resources buried under Ross's Landing
and the surrounding blocks of the city. Only systematic archaeological testing prior to
construction can determine the information potential of buried cultural resources in the
waterfront district. This report should not be construed, then, as a comprehensive
treatment of archaeological resources in the Ross's Landing district.
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Chapter 1
Namesake
John Ross and the Cherokee
1790-1838
Today, it is sometimes difficult to address the history of relations between the white
European Americans and the Native American Indians of this continent without indulging
one's desire to impugn the motives of the former and to idealize the character of the latter.
The wave of romanticism about the Indian's struggle against the superior arms and
numbers of the white man does no great service to a dispassionate history of the American
Indian: it is rooted in a desire to be forgiven for the past rather than to understand it.
Objectivity is difficult. From the comfortable perspective of the present the past adversarial
relationship between Europeans and Indians seems difficult to justify. The outlines of the
European settlement of North American are well known: the American Indian was
conquered militarily, decimated in numbers by warfare, disease and famine, and alienated
from their former lands. Those groups that survived the terrible winnowing were
ultimately isolated in small enclaves and relegated to a second-class political status.
In seeking to fulfill modern egalitarian social and political goals, we might make
new mistakes with respect to the American Indian. Patronization of the Indian today is no
better than the scorn they endured in the past. The Indian is not a museum specimen to be
cherished as a curiosity. In the last few decades, the American Indian has been allowed to
recover a semblance of his dignity and vanishing heritage, and has attained new respect in
the eyes of the Euro-American.
The story of the Cherokee in East Tennessee is one with all the bad elements of the
broader historical process of the Euro-American settlement of the continent. The forced
displacement of the Cherokee inhabitants of the region in 1838 is an ugly milestone in the
history of Ross's Landing.
DeSoto to Chickamauga
The ruin suffered by the aboriginal inhabitants of the Southeast began with the visit
of a party of Spanish adventurers. The entrada of Hernando DeSoto in 1539-42 left the
Indian tribes of the southeastern United States in a state of disarray. DeSoto's practical
objectives of seeking mineral wealth were inimical to any real or imagined spiritual mission
the Spanish were attempting. The entrada was an armed reconnaissance in strength into
territory made hostile by the Spaniards' own deeds. Warfare, introduced diseases, famine,
and the accompanying political and economic stress spread through the tribes of the
Southeast, and socio-political groups collapsed and reformed into the entities met by the
English, French, and Spanish explorers and settlers in the late 17th and 18th centuries. At
the middle of the 18th century, the Chattanooga area was not populated.
At the beginning of the 18th century, the people who called themselves the
Aniyunwiya occupied the highlands of northern Georgia, eastern Tennessee, and the
western Carolinas. Through a series of language Anglicizations, these people are known to
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us today as the Cherokee. By similar linguistic processes, to the west and south of the
Cherokee were the peoples identified as the Creek, Choctaw, and Chickasaw Indians.
European Americans began colliding with both groups about the time of the American
Revolution, setting in motion cultural retrenchments and population movements. As the
Creeks withdrew to the west, the Cherokee retreated into their void.
The people who had built Citico Mound and the fortified towns at Dallas and
Moccasin Bend, were not Cherokee, but the ancestors of the historic Creek. New
Cherokee towns emerged on ground formerly occupied by what archaeologists call
Mississippian peoples. The Five Lower Towns of the Cherokee were Running Water,
Nickajack, Long Island, Crow Town, and Lookout. This western-most cluster of
Cherokee towns formed a social and political entity subsumed under the name,
Chickamauga. The Chickamaugas were hostile to the English American settlers and made
alliances with the French and Spanish. During the American Revolution, the
Chickamaugas switched alliances to the British, and came to suffer for their choice:
American punitive raids devastated the towns.
Encroachment on Indian land by the new United States was a continuous process.
The Creek dominion continued to shrink, and some bands fled as far as Florida to the
haven offered by that Spanish colony. These displaced Creeks reamalgamated themselves
into the entity called the Seminoles, but enjoyed no sanctity in the Florida peninsula after
the American take-over in 1821. The State of Georgia pressed west and north from its
coastal cradle, and the Carolinas likewise expanded west. The State of Tennessee grew in
blocks, and by the 1830s, the only portion of its modern boundaries not yet wrested from
the native Indian groups was the Cherokee enclave south of the Tennessee River and west
of the Hiwassee. Here, pressed by Georgia from the south and Tennessee from the north,
the Cherokee wrote the last chapters in their history as an undivided people.
Daniel Ross at Lookout Mountain
The Tennessee River was the route of the Euro-American invasion of the domain of
the Cherokee, and many of the settler's flatboats drifting through the Chickamauga territory
toward settlements in Middle Tennessee met with misfortune in this vicinity. Scotsman
Daniel Ross might not have sired the male child who gave his name to the place known as
Ross's Landing had not another Scotsman, John McDonald, interceded. In 1785, Ross
was traveling in the company of a trading expedition lead by Francis Maybery of Hawkins
County, Tennessee.' Following the Tennessee downriver the flatboat party was overtaken
by Chickamaugas near the mouth of Citico Creek. McDonald managed to have the traders'
lives spared, and Ross decided to go no further downstream, but to join company with
MacDonald in his trading enterprise with the Chickamauga Cherokees.2
Daniel Ross married John McDonald's daughter, Mollie, and their third child and
first son, John, was born in Turkeytown on the Coosa River in October, 1790. Later,
about 1800, Daniel Ross and family established a homestead near the northeast foot of
Lookout Mountain. Here John Ross reached manhood, tutored in the ways of two worlds.
In blood reckoning, he was only "one-eighth" Cherokee, but John Ross was raised with a
deep respect for both nations and given an education by American tutors. Despite his
English-American education and orientation, the politically-eclectic Cherokee people
accepted him as one of their own. In subsequent life, he was identified as a Cherokee, but
took the manners and appearance of a white man. This made him well suited to serve the
Cherokee people as a diplomat and statesman, for he could deal with the aggressive
Americans ably in their own language and with an understanding of the American
sensibility. The American presence in the lands and minds of the Cherokee was a growing
one.
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A treaty of October 25, 1805, gave the U. S. Government the privilege of
establishing a post road through the Cherokee Nation. Completed in 1807, a branch of the
road crossed from the right or north bank of the river at Brown's ferry. At Brown's
Tavern, travelers could rest before proceeding past Daniel Ross's homestead on
Chattanooga Creek at the foot of Lookout Mountain and thence southeast to the gap in
Missionary Ridge later identified as Rossville. It was at this gap that John MacDonald had
established his trading post and where his grandson, John Ross, would reside for a time.
John Ross took on his first important task in 1809, that of a kind of goodwill
ambassador between the United States and the western band of the Cherokee. As early as
the late 18th century, some Cherokee bands had voluntarily relocated west of the
Mississippi River, at least temporarily avoiding the stress of competition with white
populations for tenure on the land. Upon his return, Ross took up duties at the trading post
at Rossville. During the War of 1812, the Cherokees found themselves allied with the
United States in a war against British-allied Creek Indians, and Ross joined the Cherokee
contingent fighting with Andrew Jackson. The Creek Campaign of 1813-14 gave Ross an
appreciation of warfare and the military strength of the United States.
Ross's Landing
After his service in the Creek War, John Ross and Timothy Meigs formed a trading
partnership. Meigs and Ross, as the company was known, conducted business at the
Indian agency of Hiwassee Garrison at the mouth of the Hiwassee River. Meigs died in
1815, and John's brother Lewis joined the trading firm. While Lewis Ross operated at
Hiwassee Garrison, John Ross moved down the river closer to his childhood home. He
constructed a ferry and warehouse on the south bank of the Tennessee River near the foot
of an island shadowed by a prominent limestone bluff. The nature of this early ferry is not
clear; it may have been an oar-propelled flat or the pendulum-style swing ferry clearly in
operation by the 1850s. Ross's ferryman was said at one time to have been one Billy
Gentry, who lived in a cabin, by our reckoning, at the southeast corner of Broad and
Second Streets.3 At the foot of the bluff were the best conditions for a flatboat landing:
deep water up to the shoreline, and a high bluff not subject to flooding. Thereafter, the
place was called Ross's Warehouse, Ross's Ferry, or simply Ross's Landing. Ross is
said to have later hired a white man named Hamil to run the river ferry. The goods landed
at this place were transported south to the settlement at Rossville, where a post office was
established in 1817.
The most progressive of Cherokees realized that their people had to adapt to the
changing dynamics of their relationship with the United States. Consequently, Americanstyle political structures were adopted to make the loosely-organized Cherokee more
cohesive and centralized. Ross acquired political skills while serving as a member of the
Cherokee National Committee, a post which he filled in 1817. In 1819, he was elected
president of the committee and served in that position for eight years. The Cherokee
adopted a constitution modelled after that of the United States in June, 1827. John Ross
was elected Principal Chief of the Cherokee Nation in October, 1828, and took his oath at
New Echota in Georgia to defend the Constitution of his people (Figure 1).
There was much that needed defending. Following the Calhoun Treaty with the
Cherokee, lands north of the Tennessee River were ceded to the United States. This new
cession was known as the Hiwassee Purchase or Hiwassee Land District. The General
Assembly of the state of Tennessee created Hamilton County on October 25, 1819, and the
Euro-American presence on the north bank of the Tennessee became official. The first
county seat was created at Dallas, now a submerged island above Chickamauga Dam.
Downstream, Ross's Landing was an important entrepot where goods and persons passed
from the United States to the Cherokee Nation.
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The. Treaty of New Echota and the Cherokee Removal
Between 1819 and the Removal in 1838 was a curious period of co-existence
between the Cherokee and the white American. There were various shades of lawlessness,
the brunt of which was born by the Cherokee. The Cherokee were not centralized
politically, and the band-oriented egalitarian social structure made decision-making tedious.
It was fairly easy for the Americans to obtain the legalistic concessions that resulted in the
continual disintegration of Cherokee sovereignty. Missionaries and licensed traders were
the only sanctioned whites in the nation, but squatters gnawed at the margins.
John Ross sold his Rossville property in 1826 to Nicholas Dalton Scales, a
Methodist minister and missionary, and his Ross's Landing ferry and warehouse was
conveyed to Scales and Pleasant H. Butler.4 Ross himself moved to the headwaters of the
Coosa near present-day Rome, Georgia. This was closer to the new political center of the
Cherokee.
On August 27, 1833, Nicholas D. Scales and Pleasant H. Butler of the firm Scales
and Butler conveyed, in trust, to Daniel Henderson "one occupant and possessory right
with its appurtenances lying and being in said [Hamilton] County on the south side of
Tennessee River known formerly as Rosses landing and warehouse now as Scales also
two other occupant and possessory rights lying and being in the county aforesaid known
formerly as the improvements made by Nelly Sidney and Jim McDowel one mile and a half
from Tennessee River along the road leading from Williams Ferry by Rossville to
Chatooga and now known and claimed to be in the occupancy and possession of Scales
and Butler."5
This trust deed was made to secure a debt owed by Scales and Butler to Col. James
White of Abingdon, Virginia with whom Daniel Henderson was a partner in a trading
venture. Later, Daniel Henderson was given a commission to conduct a census of the
Cherokee people, and made his way to Ross's Landing where he and wife Jane established
themselves on the rising ground east of the landing. Daniel Henderson disappeared during
an upriver trip to secure more goods for the Landing. His widow Jane remained at the site.
Many Cherokee had already realized the fragile nature of their tenure on the land
south of the river, and under terms of a treaty of July 8, 1817, had removed to lands west
of the Mississippi River. Most elected to stay, and trusted in the abilities of their leaders to
secure their hold on the south bank of the Tennessee. Georgia laid claims to that portion of
the Cherokee Nation within their state boundaries in June, 1830, essentially ignoring the
Cherokee claims of sovereignty and asserting their superior authority. Land and
possessions were stolen from the Cherokee by encroaching Georgians.
The Cherokee split into factions, with one group under Ross still attempting to find
a way to remain on their land, the other group, lead by Major Ridge, trying to mitigate the
damages suffered by the Cherokee people and seeking to acquiesce to the impending
dislocation. The United States Government would, in the end, simply choose to officially
recognize the party which would give them what they wanted.
Negotiating parties of the two factions were in Washington, D. C., in February,
1835, and the Americans made their selection was to who would be recognized as binding
the Cherokee Nation with their signatures. In Georgia, on December 29, 1835, the chiefs
Major Ridge, John Ridge, and Elias Boudinot signed the Treaty of New Echota for a small
party of Cherokees ready to leave the cruel scenes behind and depart for the west. For their
deeds, they later paid with their lives. The elected officials of the Cherokee Nation were
not party to this travesty, but the United States Government under Andrew Jackson did not
care. The Cherokee had agreed to sell their land to the United States and be relocated to the
Arkansas territory. John Ross and his supporters, representing most of the Cherokee
people, tried to challenge the treaty, and struggled to the end to nullify its provisions.

8

Figure 1. Portrait of Chief John Ross, President of the Cherokee Nation. From the
McKenny and Hall painting by C. B. King.6
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All that remained was the final torment of the forcible removal of the Cherokee, a
deed that culminated in the infamous "Trail of Tears." Ross's Landing witnessed several
pathetic preliminary vignettes prior to this last act. Soldiers and government agents arrived
at the landing to oversee the process of removal. The Gardenhire tract two miles east of the
landing was the site of an internment camp where the Cherokee were corralled in a stockade
prior to being placed on flatboats and towed downriver. On March 3, 1837, eleven
specially-built double-deck flatboats departed Ross's Landing in the tow of a steamboat.
The remaining Cherokee had to be gathered at the point of a bayonet. General
Winfield Scott was detailed troops to collect and transport the remaining Indians west. To
these last groups of Cherokees came the terrible fruit of the failure of their diplomatic
mission: with no more preparation than hours and sometimes minutes, individual families
were uprooted from their homes and marched under guard into confinement. Their
homesteads and remaining belongings were stolen.
A steamboat and six barges carrying a contingent of about 800 Cherokees departed
Ross's Landing on June 6, 1838, followed a week later by a second contingent of 875.
The steamer George Guess, ironically named for the Cherokee sage better known as
Sequoyah, took the boats in tow. There was a shortage of flatboats available for the oneway trip downriver. A third party of over a thousand Cherokees left Ross's Landing on
foot in the middle of June to rendezvous with flatboats downstream.
A resigned John Ross negotiated a delay in the removal. A drought was on, and
conditions were not healthy for confinement of the Cherokee onboard flatboats. Moreover,
water levels in the river fell during the dry season, making flatboat navigation difficult if
not impossible. Thus a land route for the final evacuation was selected. A group of 2,500
Cherokees remained at the landing until the heat of summer passed. Camp Cherokee near
Ross's Landing was finally abandoned in the Fall of 1838. The overland march of the last
of the Cherokees claimed the lives of several hundred Cherokees, including Quatie, the
full-blooded Cherokee wife of John Ross.
Some historians have maintained that the Treaty of Removal was, by comparison,
one of the most favorable ever negotiated by Indians. To the early groups of Cherokees
that left peaceably, the financial compensation given by the Federal Government assisted in
the resettling process in the Arkansas territory. The later groups that were forcibly
removed received some reparation payments, and claims for damages incurred by
Cherokees in the Removal continued well into the last quarter of the 19th century. Money,
however, could not compensate for the loss of life, nor for the religious, political, and
economic disintegration of the tribe.
Many of the white traders, squatters, and soldiers who participated directly and
indirectly in the Removal despised the process and felt an acute shame. As for the
Cherokee, in the decades of peace with the United States prior to the evacuation, they had
adopted to a high degree the culture of their conquerors, and were living lifestyles not
dissimilar to the white settlers across the river. And this is the irony of the Removal, that
the Cherokee were alienated from their land even as they grew economically and politically
closer to the white Americans. By 1838, the Cherokee were neighbors, not foreigners or
strangers. The sad final assessment of the root cause of the Removal, and one made from
the safe perspective of 150 years, is that the Cherokee were victims of racism and greed,
and their lands were the spoils of war.
The Ocoee Land District
The State of Tennessee set about organizing the last major cession of land within its
boundaries. It created the Ocoee District in an act of October 18, 1836, and authorized a
survey of the lands south of the Tennessee River. A further act of November 20, 1837,
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provided specifications for how the land titles were to be filed, set prices for land, a
schedule for filing, and set aside sections to be sold for benefit of schools.?
Townships, Ranges and Sections
Following the survey practices of the day, the land south of the Tennessee River
was subdivided into a six-mile square grid by range lines running north-south and
township lines running east-west. The resulting six-mile square blocks (of 36 square miles
area) were called townships. The location of the townships was reckoned from a northsouth line known as the basis line, a reference point in the survey of a district. Ross's
Landing fell in the second township of the fourth range west of the Ocoee District basis
line. The Tennessee River crossed the township making the Ross's landing township
fractional. Ross's Landing was thus technically described in deeds as being the second
fractional township, fourth range west of the basis line, Ocoee District.
The six-mile square townships were subdivided into one square mile units called
sections. For identification, these sections were numbered from 1 to 36 within each
township, beginning at the northeastern corner of the township and ending in the southeast
corner. In Chattanooga, Georgia Avenue is on the line separating sections 21 on the east
and 20 on the west, and the southern boundary of these sections falls in a line parallel with
and close to Fourth Street east of Georgia. Main Street is on the section line between
sections 19 and 20 on the north and sections 29 and 28 directly to the south. Our study
area is within section 20 and the southeastern corner of section 29. Sections 20 and 29 are
both fractional sections, as they border the river. The historic waterfront area of Ross's
Landing proper is all within section 20.
Sections were further subdivided into quarter sections of 160 acres, and described
as being the northeast, northwest, southeast, and southwest quarter-sections of a given
section. Like townships and sections, quarter-sections could be fractional if a river passed
through them. The downtown waterfront of Chattanooga falls within the southeastern
fractional quarter-section of fractional section 20. The core business district of
Chattanooga is within the northeast quarter-section of Section 29. Confusing an already
confusing situation was the survey of the first town streets.
The original town consisted of about 240 acres situated between the river on the
north, Ninth Street (now M. L. King Boulevard) on the south, east to what is now Georgia
Avenue, and west to the flank of the prominence later named Cameron Hill. Ross's
Landing was the geographical focal point of the community, and the initial grid of streets
was laid off on a magnetic north-south grid which was roughly perpendicular to the
landing. When subsequent streets were surveyed in adjacent sections of land, most of the
streets were aligned with reference to the Ocoee District grid, which, incidentally, was not
oriented to magnetic north. This disparity in surveys resulted in the creation of the
triangular parcels of land along Georgia Avenue and the angling of streets which were
continued beyond the nine-block square core of the town.
Early surveys of the town were crude by modern standards, and the metes and
bounds of lots or parcels of land often relied on imprecise measurements and vague
descriptions. Natural landmarks were used to delineate parcel boundaries; trees, rocks,
man-made features, and survey stakes were used to mark the boundaries. The units of
distance used in these surveys consisted of the chain, a measure of 66 feet, the rod, 16.5
feet, and the link, being one-one hundredth of a chain or 0.6 feet. Technically, one square
rod was a unit of area called a pole or a perch, although in many early deeds the rod and
pole were used interchangeably as measures of distance.
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The Town Commissioners and Town Survey
In 1838, all of the white settlers living at Ross's Landing were technically
squatters, and had no formal legal title to their holdings there. When the occupants filed for
legal title to their holdings at the Cleveland entry-takers office, some problems arose. By
law, settlers could assign their rights to commissioners who would actually file the land
claim in Cleveland. Two quarter sections of land were involved in the original filings late
in 1838, and claims for each quarter section were entered by three commissioners elected
from the occupants of that quarter section.
There is some discrepancy in previously-published accounts between descriptions
of these quarter-sections and the actual section boundary lines. Town commissioners John
P. Long, Aaron M. Rawlings, and George W. Williams filed for one complete quartersection, an area of 160 acres and evidently the northeast quarter-section of Section 29.
This full quarter-section was essentially the south end of the surveyed town. Inhabitants in
this area were, in addition to the commissioners themselves: Isaac Baldwin, George W.
Cherry, Arsley Cope, Samuel H. Davis, William M. Davis, Thomas Edmondson, Joseph
Ellis, Andrew Evans, Samuel Fitzgerald, Matthew Frazier, E. H. Greeman, Charles
Grigsby, George B. Gwathmey, Berry Jones, John Keeny, Thomas W. Munsey, Abram
Perry, Ezekiel Price, Joseph Rice, Eliza Russell, James Woods Smith, Wiley Starling,
Rachel Webb, Samuel Williams, and Abner Witt.
Allen Kennedy, Albert S. Lenoir, and Reynolds A. Ramsay filed for the fractional
southeast quarter-section of Section 20, an area estimated to include 80 acres; this was the
north end of town, adjacent to the river. Filing claims in this quarter section, apart from the
commissioners, were: John C. Cathey, S. M. Doak, William B. Gilliland, Nathan Harris,
Jane Henderson, William Hill, Matthew Hillsman, Benjamin K. Hudgins, Cary A. Jones,
M. W. Legg, William Long, John T. Mathis, Thomas Antipass Moore, David G. Perry,
John A. Porter, William G. Sparks, William Thrailkill, William Thurman, James W.
Tunnell, Jane White, Mathew Williams, and Darien A. Wilds. Kennedy, Lenoir and
Reynolds were involved in a long law suit instigated by Jane Henderson, widow of Daniel
Henderson, and others. Henderson, acting under provisions of the law, filed an individual
claim for the land she had lived on for several years, but found that the claims made by
commissioners Kennedy, Lenoir, and Reynolds conflicted. The entries filed by the
commissioners were initially accepted by the Cleveland land office. The matter of land
ownership in the area bordering the river was not resolved tor many years. At stake was
the legal claim to very valuable waterfront property. What finally occurred was a
compromise, with each of the claimants receiving a parcel of land.8
William G. Sparks, also one of the original residents of the landing at the time of
the entry-taking, was embroiled in a law suit with Meredith W. Legg and the descendants
of James White. The Chancery Court at Cleveland had determined on January 4, 1838,
that Sparks had been entitled to "a joint preference and priority of entry" on a twenty-acre
tract at Ross's Landing. Like so many others, Sparks had sold his entry to speculators, in
this case, transferring his entry rights to Meredith W. Legg for the nominal sum of $120,
twenty dollars of which was the value of a pocket watch. Legg was acknowledged as
acting as the agent of James L. White, to whom Legg then transferred the entry right. In
the suit that followed, the court determined that the payment rendered to Sparks was
"grossly inadequate and was attended with such circumstances as to demonstrate
imposition and undue influence in obtaining said assignment."9
The court's decree of October 8, 1846, restored legal title to the 20-acre tract to
William G. Sparks. A sketch map of the parcel and the description of the improvements
notes two structures in the southeast corner of the parcel, one being Sparks' house, and the
other, a warehouse, both situated, in November, 1837, within "the old Indian field." By
modern reckoning, these two structures would have been in the right-of-way of Market
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Street north of First. It is conceivable that the warehouse may have been that originally
built by John Ross.
The town commissioners engaged surveyor Joseph Patty of Kingston to survey a
nine-by-nine grid of streets beginning at the landing and running south through the trough
of land bounded on the west by Cameron Hill and on the east by the ridge line terminating
on the river in the high stone bluffs. The east-west streets were numbered First through
Ninth, and the north-south streets were, with one exception, named for trees. The
principal thoroughfare running south from the landing was named Market street. The
north-south streets, from east to west, were: Walnut, Cherry, Market, Mulberry, Chestnut,
Pine, Poplar, Cedar, and Cypress.
Street widths were set ambitiously wide. The numbered streets were to be of a
uniform width of 66 feet. Most of the "tree" streets were 100 feet in width, but Market, the
central spine of the street system and the route of the trail to Rossville from the landing,
was made even wider.
Lots were sold at $7.50 per acre, with preference being given to occupants resident
on the land for at least three months. This option to purchase was open for three months,
after which date the land could be purchased by anyone. Much land was bought on
speculation, and companies were organized to purchase the entry preferences of settlers.
Samuel D. Williams came to Ross's Landing in 1834 with his two brothers, George and
Silas, and opened a store where goods could be purchased or bartered. With confidence in
the future growth of the Ross's Landing settlement, Williams sought out investors in
northern Georgia. In February, 1838, Samuel Williams joined in a land speculation
company with Farish Carter of Cartersville, Georgia, and Zachariah B. Hargrove, of
Rome. This "Hargrove Company" was followed by the "Hines Company," created by
Williams, Farish Carter, R. K. Hines of Milledgeville, Georgia, and others, in August,
1838. Samuel Williams amassed considerable wealth in the process, and lived on a farm
northwest of the town which included the island which bears his name today.10
The Henderson and Sparks Parcels
Our study area, as narrowly defined in the introduction, is largely encompassed
within two of the original land claims, as finally decided in Circuit Court in Cleveland in
1856. The study area starts at the west face of the stone bluffs upon which sits the modern
Hunter Museum of Art. Jane Henderson's claim began on a rock on the east face of the
bluff, and trailed back south and east along what would later be the right-of-way of
Lookout Street. Inland, the Henderson tract extended south to a line roughly half way
between Second and Third Street, and west to the east side of Market Street.
To the west of Henderson's parcel was that piece of land ultimately assigned to
William G. Sparks. Spark's claim of about 20 acres stretches, with reference to modern
streets, from the east side of Market Street west to a point 44 feet west of Chestnut Street,
and inland, with an irregular boundary, to Second Street. The deed plat which
accompanied the conveyance to Sparks shows two structures at the southeast corner of the
tract, situated in what is now the right-of-way to Market Street below First. These are
evidently very early structures; one is identified as Sparks' house, the other, his
warehouse. The plat also indicates three ferry landings in the roughly 800 feet of
waterfront conveyed to Sparks. When the plat is scaled up to conform to a modern TVA
flood control map of Chattanooga, the ferry landings fall at the end of Market Street,
between Broad and Chestnut, and at the foot of Pine Street
The title to the waterfront west of the Sparks parcel was not specifically traced for
this study, but was evidently bought soon after the naming of the town by a group of
partners and later sold, for benefit of the group, by attorney James A. Whiteside.
Whiteside parcelled out tracts in this area west of Chestnut Street in the late 1840s.
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The Town of Chattanooga
The residents of Ross's Landing began to assume the trappings of an organized
settlement. Newspaperman Ferdinand A. Parham moored a flatboat at Ross's Landing and
unloaded a printing press. In July, 1838, the Hamilton Gazette made its appearance.11
John Pomfret Long was appointed the postmaster of Ross's Landing on March 22, 1837,
but in the summer of 1838, as the Cherokee were on their Trail of Tears west, the citizens
of the landing met to give the newly-surveyed town a new name. Chattanooga was
selected, and on November 14, Long's postal station was officially recognized under its
new title. On December 20, 1839, the State of Tennessee passed the articles of
incorporation of Chattanooga, affirming the new name of the river landing formerly
associated with the now-vanquished Cherokee chieftain, John Ross.

Notes to Chapter 1
1 Gilbert E. Govan and James W. Livingood, The Chattanooga Country. 1540-1976: From Tomahawks to
TVA, (Third Edition, University of Tennessee Press, Knoxville, 1977), p. 39.
2 John Ross's background is detailed in several works, including that of Gary E. Moulton, John Ross,
Cherokee Chief, (The University of Georgia Press, Athens, 1978).
3 Henry W. Wiltse, "History of Chattanooga," (A typewritten manuscript, distributed by the author,
Chattanooga, 2 volumes, 1916-1919), v. 1 p. 14.
4 Govan and Livingood, p. 80.
5 Hamilton County Deed Book 2 (B1): 72-73.
6 The oil portrait is undated, but probably painted during the Ross presidency. See Emma Lila Fundaburk,
Southeastern Indians: Life Portraits. A Catalogue of Pictures. 1564-1860, (Birmingham Printing Company,
Laverne, Alabama, 1958).
7 Govan and Livingood, F. N. 11, p. 105.
8 From the discussion by Govan and Livingood, p. 106-107.
9 Hamilton County Deed Book F, p. 329-334.
10 Marcus B. Long, "Life Sketch of Original Founder of Present City of Chattanooga," Chattanooga Daily
Times, November 9, 1913, p. 20.
11 Govan and Livingood, p. 105.
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Chapter 2
Avenues of Commerce
River and Rail Transportation in Chattanooga
1838-1860

If there was one factor compelling the creation of a town at Ross's Landing it was
this: the 1839 announcement by the Western and Atlantic Railroad of the State of Georgia
that their rail line would run north from the town of Marthasville and strike the Tennessee
River at or near the place known as Rossville. Railroad would meet steamboat, and the
two great avenues of commerce would connect. The founders of Chattanooga took the
W&A literally, meaning the railroad would actually extend to the riverbank, and created a
wide thoroughfare from the south end of town to the river. Mulberry Street was widened
to a whopping 126 feet. That in the last four blocks before the river it was more of a ravine
than a street was less important than the thought that (at least on paper) it was wide enough
for a railroad.
The railroads came to Chattanooga, first in a trickle and then a flood. The Western
and Atlantic was completed into town in 1850, followed in 1854 by the Nashville and
Chattanooga Railroad. The Memphis and Charleston connected with the N&C at
Stevenson, Alabama, and in 1858 was the third regional railroad to served Chattanooga.
Steamboats provided commercial access to hundreds of scattered communities throughout
the drainage system of the Tennessee River, and with the railroads, formed the commercial
arteries of the nation. Although sometimes operated in concert, the steamboats and
railroads usually found themselves in open competition to haul freight.
Ross's Landing had gleaned its name from a ferry crossing and port of entry for
cargoes collected from, and destined for, upper East Tennessee. Wrought and cast iron
smelted from iron ore banks throughout the region traveled downstream on flatboats, as did
an important frontier commodity, salt, extracted from the mineral springs of Virginia.
Corn, wheat, and whiskey were also exported from the region and was shipped throughout
the southeast from the railhead at Chattanooga. For the remainder of the century, the port
of Chattanooga at Ross's Landing maintained an important station in the economic life of
the community.
Steamboating in the Antebellum Period
The Tennessee River served as a population funnel in the antebellum period,
transporting early settlers to the frontier outposts like Ross's Landing. As an avenue of
commerce after the pioneering phase of the state's development, the river left much to be
desired. There were serious obstructions to safe and scheduled steamboat transport. From
July to October, water levels in the stream fell to stages where travel of any distance on the
river was impossible. Shoals and other channel obstructions abounded. At the largest
scale, the Tennessee River was broken into upper and lower sections by the Muscle Shoals
in north central Alabama.1 In this sense, as an avenue of commerce, the Tennessee has
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been called "a severed artery."2 The Muscle Shoals obstacles acted to restrain the
development of long-range east-west river transport lines, a market which railroads like the
Nashville and Chattanooga quickly exploited. The river obstructions at the Suck below
Chattanooga made navigation below the town hazardous, and this too gave the railroads a
commercial edge.
The steamboat Atlas had made a historic transit upriver past the Muscle Shoals in
1828, and this immediately spawned the formation of a steamboat company in Knoxville.
Agitation to improve the navigability of the river increased in the antebellum period. In
1851, U. S. Topographical Engineers were sent to survey the Tennessee River and to make
recommendations to mitigate the hazards of river commerce. The scale of engineering
required to tame the obstructions at Muscle Shoals stalled any significant efforts in that
vicinity until the end of the century. However, at three places in "The Narrows" below
Chattanooga, warping equipment was installed to facilitate the upstream passage of
steamboats. At "The Suck," a wing dam was built to concentrate water into a narrow
channel, thereby providing the required water depth. But so concentrating the flow
increased its velocity. To pass the wing dams a cable was run out to the bank and attached
to a windlass (large horizontal winch) anchored above the channel. Steamboats were
literally pulled up past the wingdams by horse and manpower. The process was called
warping (Figure 2).
At the lower end of the Upper Tennessee River drainage, Chattanooga was the
principal port. A variety of craft could be seen loading and unloading goods and
commodities at Ross's Landing (Figure 3). The most common type of vessel was the
flatboat. Little more than a very large and stout box with slanted ends, the flat boat was
fabricated from heavy planks and timbers. The journey of most flatboats was one way:
downstream. At the final destination, the boat would be broken up and sold as building
lumber. Keelboats were a step up the design ladder, having a modelled hull with
"sharpened" bow and stern. These vessels were decked and had accommodations for crew
and passengers. These boats could be driven upstream by poling, cordelling, or bushwacking.
The dominant craft on the water was the self-propelled steamboat, usually built in
the Mississippi style with a stern-mounted paddlewheel. On the main or boiler deck, the
heavy fireboxes and boilers sat forward, and were drafted with a pair of high sheet-iron
stacks. Live steam was pumped aft to the engines situated near the paddlewheels. The
expanding steam in the engine cylinders drove the piston through a horizontal stroke,
propelling the crank shaft around the shaft of the paddlewheel. Pairs of rudders hung
underneath the stern of the boat were manipulated by the wheel in the pilot house, which
sat atop the passenger deck. Most boats carried their cargo as deck loads on the boiler
deck, although if the boat was powerful, flatboat barges could be towed as well.
Boulders, rock ledges, snags, and floating debris were a constant hazard to the
wooden-hulled steamboats. Steam engines in the early 19th century were cantankerous and
frequently dangerous devices to operate. Bursting boilers were the nightmare of the era,
and there was the constant threat of fire originating in the machinery or from sparks
cascading from the smokestack. With all these hazards in operation, the average life of of
the Tennessee packet boat was about four years.
The steamers made frequent landings to pick up produce and deliver freights, and
often did so at night. An essential piece of equipment was the torch light, consisting of a
metal basket or cage at the end of a pointed iron rod. The basket was filled with pine knots
which burned brightly, and once the boat had been nosed into the shore, the torch was
planted in the riverbank to illuminate the area for the roustabouts.3
Chattanooga was one of the principal landings in the upper Tennessee, and its
commercial importance was enhanced by the presence of the railroads which connected the
city with a large market area. Forwarding and commission merchants served as the
intermediaries in the collection and distribution of commodities and freight.
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Figure 2. Warping through the Suck below Chattanooga. This antebellum engraving
shows a steamboat being pulled through an artificial channel in the Suck built by
Government engineers to improve the navigability of the channel.
Wingdams
funnelled water against one shore, and heavy capstans on shore and aboard the boats
were used to winch the boat upstream against the strong current. Although many
miles below Ross's Landing, the navigation obstructions downstream had a powerful
effect on the nature of river commerce in the 19th century, particularly in view of the
keen competition between steamboat lines and railroads.
Navigation of the upper Tennessee from Bridgeport to Knoxville was a more or
less regular affair by 1835.4 The steamer City of Knoxville (formerly the Lady of
Augusta) was one of the first boats to include Chattanooga as a regular port of call after the
Removal. Other boats on the river at this time included the Sam Martin (formerly the
Caney Fork), Harkaway, Holston, Alliance, and the Guide.5
William and James Williams gradually obtained a virtual monopoly on the
steamboat trade from Chattanooga to Knoxville and so grew wealthy from the river
commerce. The Williams' line consisted of the steamboats Molly Garth, Chattanooga,
Fanny Malone, Jefferson, and Jim Williams. 6 Other boats associated at various times with
Williams and company were Cassandra, Alabamian, Kate Fleming, City of Huntsville,
Ellen White, Pickaway, and the News.? With the profits from their trade, the Williams
brothers opened Chattanooga's first financial institution, the Bank of Chattanooga, on
Market Street near Third.
One of the most important commodities unloaded at the Ross's Landing wharf was
baled cotton; by 1848, Chattanooga was receiving 40,000 bales of cotton annually. 8 This
was the most valuable of the cargoes, and it was not uncommon for the bales to cover the
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wharf from Market to Pine Streets, and to be stacked on the sidewalks and in every vacant
lot from the river to Ninth Street.9 Cotton was collected from river landings from
Knoxville to Decatur, and transported to Chattanooga. Draymen hauled the cotton bales to
the railyards south of Ninth Street, and the railroads moved the cotton to coastal ports for
domestic and overseas shipment.

Figure 3. At Ross's Landing on the Tennessee River. From the sketch by Harry Fenn
in Picturesque America."

Ferries at Ross's Landing
There were at least two ferries in operation at Ross's Landing in the early days of
Chattanooga after the removal. One was variously described as the Chestnut or Pine Street
ferry owned by Abe Beason and operated by David Hamil and Russel White. The period
of operation for the lower ferry is not clear, but it does seem to be an antebellum ferry.
This vessel was apparently poled and rowed across the stream.11 The upper ferry, landing
at or near the foot of Market Street, was a swing ferry operating on a pendulum principal.
The craft was tethered by cable to a hub post on the foot of Chattanooga (later Maclellan)
Island. The cable was held up out of the water on upright posts mounted on floats. The
downstream current of the river propelled in an arc across the stream. This was the ferry in
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operation in 1858 when writer-illustrator David Hunter Strother crossed the river and
sketched several scenes of the town, including the ferry flat. This swing ferry was still in
operation in the 1870s.
Industrial Development at the Landing
When soldier Thomas Hardin first saw Chattanooga, it was in 1847 as his
detachment of troops destined for service in Mexico was towed downriver on barges by the
steamer Sam Martin. Hardin recalled a handful of shacks stretched out below the line of
Market Street, one of them a store owned by Samuel Williams. Most of the houses in
Chattanooga were rough hewn timber structures, several of them built to house provisions
gathered for the Removal. At Market and Fourth was a stage stand operated by John G.
Glass.12
Jane Henderson maintained an inn near Market and Second Street.13 Thomas
Crutchfield maintained a brickyard on what would become Water Street and there created
building materials for the young settlement. Two slaves, Yellow Bill and Mills
Crutchfield, worked the primitive operation with white laborers Oliver and Mark Foust,
and A. A. Williams.14 W. W. Anderson had a merchandise store east of Market Street
between First and Second Street. John P. Long had a house at Market and Fourth, and
Benjamin Chandler and Sam McKamy, forwarding and commission agents, operated their
business from that locality.15 Long later moved his store to a frame building on the west
side of Market between Second and Third.16 On Pine street between Third and Fourth,
Daniel Harrington maintained a cooper shop, and in an adjacent frame building, a Catholic
church held its meetings prior to erecting a more permanent edifice.17 T. J. Lattner ran a
grocery at Second and Market street, and purchased land for a housesite at the end of
Walnut Street.18
The Chattanooga Packing and Milling Company purchased the south half of Lot 6
Market Street in 1856, and erected a brick corn and flour mill and brick cooper shop on the
parcel. From this parcel, at the northeast corner of Market and Second Streets, grains were
ground and packed in barrels for shipment. Charles E. Grenville was president of the firm
in 1860, and conducted business from an office on the west half of Lot 9 Market Street,
across that avenue from the mill and cooper shop.19
The grid of streets was notably imaginary along the wharf area, where the terrain
was rough and a large ravine emptied into the river below Mulberry street. There was a
timber bridge twelve feet wide and 200 feet long on Chestnut Street crossing a ravine
between First and Second.20 Most of the structures in town were concentrated around
Market street above Fifth, away from the waterfront.21
According to old residents of the town, the first cemetery in Chattanooga was on
the east flank of Reservoir Hill, known to us today as the Kirkman playing fields. The
second cemetery was on Brabson Hill south and east of the landing. Only later was the
Citizen's Cemetery created.22
Vernon King Stevenson, who served as the first president of the Nashville and
Chattanooga Railroad, saw the waterfront as a valuable property and bought from John S.
Martin the tract of 20 acres assigned to William G. Sparks. His purchase put nearly 800
feet of the landing under his control, and J. J. Bryan Jr. was placed in charge of collecting
wharfage.23 This purchase would later be a source of controversy in Chattanooga.
Bluff Furnace and the East Tennessee Iron Manufacturing Company
One of the most important of Chattanooga's antebellum industries was a blast
furnace sited at the east end of Ross's Landing in the shadow of the high stone bluff.
Taking its name from this natural eminence, Bluff Furnace occupied a pivotal position in
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the history of iron manufacturing in lower East Tennessee and the southern Appalachian
iron region.24
Bluff Furnace was but one facility owned by the East Tennessee Iron
Manufacturing Company, an organization chartered by the State of Tennessee in 1847.
Among the incorporators was practical ironmaster Robert Cravens of Roane County,
Tennessee. Cravens had for many years operated the successful Eagle Furnace and Forge
on White's Creek on the Roane/Meigs County line. As the Western and Atlantic Railroad
line into Chattanooga approached completion, Cravens moved to this city to oversee the
development of the first heavy industry of the town.
There were two main facilities associated with the Chattanooga branch of the
company. First in operation was the foundry built off Market Street at the southeast corner
of the railyards south of Ninth Street. This facility used pig iron shipped downriver from
the Eagle Furnace, and manufactured cast and wrought iron items principally for the
railroad trade. By the time the Nashville and Chattanooga Railroad had finished its rail line
into the town in 1854, the foundry and machine shop of the East Tennessee Iron
Manufacturing Company was ready to repair locomotives and to construct freight cars from
the wheels up.
In the same year, construction began on a large blast furnace at the north end of
town. The company purchased a triangular lot on the river east of the right-of-way of
Lookout Street from pioneer settler Jane Henderson in April, 1851. Adjacent parcels of
land were still in the title of the land commissioners, Kennedy, Lenoir and Ramsey, and
they conveyed additional acreage to the company.
Cravens was the ironmaster and the individual responsible for making the furnace
and foundry work, but the enterprise was supported by speculative investments.
Prominent businessmen from the surrounding region joined the corporation. Attorney
James A. Whiteside was a large landholder in the district, and he served as president of the
East Tennessee Iron Manufacturing Company for most of its existence. Cravens, who had
vested title of his Eagle Furnace and Forge in the new company, served as its agent. The
investors included Farish Carter, William Williams, Kerr Boyce and his son James P.
Boyce.
Bluff Furnace was completed in 1854, but for reasons unknown, was not "blown
in" until 1856 (Figure 4). The stack of the furnace was larger than most in the state at that
time, but from what we know of its published production record, its output was hardly
spectacular. The furnace consumed locally-produced charcoal, uut its supply of ore had to
be shipped downriver from Roane County. Ore was off-loaded from the river below the
furnace and carried to the top by carts hauled up a steep inclined ramp. The furnace
employed the hot blast, a process by which air blown into the hearth was preheated,
thereby enhancing hearth temperatures and increasing the percentage of iron reduced from
the ore. The powerplant was steam.
Of the charcoal blast furnace operation at the Bluff we know surprisingly little.
Moses Wells, a soldier attached here during the Removal, worked for the East Tennessee
Iron Manufacturing Company for a period of nine years beginning in the winter of 1852.
For his salary of $75 per month he captained the company steamboat between Chattanooga
and the Roane County works, carrying iron ore and pig iron.25 In order to reach the
markets at St. Louis, Wells transported Eagle Furnace and Bluff Furnace pig iron
downstream in flatboats over the Muscle Shoals obstructions, making connections with
steamers plying the lower river trade.26
In 1858-59, the furnace operation was radically changed. Two northern
ironmasters took over the plant; James Henderson of New York, and Giles Edwards, a
Welsh immigrant lately involved in the iron industry of Pennsylvania. Henderson and
Edwards converted the stack to burn coke, a distilled coal with a hard, bubbly composition.
This fuel was already widely used in states like Pennsylvania, but in the South, its use was
introduced at Bluff Furnace.
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Figure 4. Bluff Furnace in 1858. From the drawing by David Hunter Strother for
Harper's New Monthly Magazine.27

There were other technological innovations at the plant. The massive pyramidal
masonry stack of the charcoal furnace was demolished and replaced by a circular stack
revetted with iron plates. This cupola-style stack was relatively new in American furnace
practice (Figure 5). A new and much larger hot-blast stove was built in which to preheat
the air blown into the furnace hearth through the tuyeres. When completed, these changes
21

put Bluff Furnace on the leading edge of blast furnace technology in the United States in
1860. The use of coke as a fuel at Bluff Furnace was the first such instance in the southern
Appalachian iron-producing region, and marked the beginning of a trend that transformed
the southern iron industry in the late 19th century.

Figure 5. Bluff Furnace in 1860. From a photograph in the collection of Dr. James
W. Livingood, Chattanooga.

In the summer of 1860, the innovative conversions on the furnace plant were
complete. The furnace was put into blast and 500 tons of pig iron were produced by the
coke-fired hot blast process. Because of a shortage of coke, the blast had to be prematurely
terminated. The second blast in November also ended abruptly, the result of a furnace
accident said to be largely the result of political turmoil among the plant employees.
Abraham Lincoln had been elected president, and the movement of the southern states
toward secession from the union had been initiated.
Northerner James Henderson abandoned the enterprise and returned north. Giles
Edwards remained in Chattanooga two more years, but could not bring Bluff Furnace back
into production. Archaeological evidence from excavations at the plant site revealed that the
furnace had been seriously damaged during the last blast, and extensive repairs were
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needed to the lower stack before iron smelting could be resumed. These repairs were never
made. The work force and technical expertise dissolved. What lay in store for Bluff
Furnace was destruction.
Ross's Landing and the Railroads: The Broad Street Controversy
The physical link between the steamboats at Ross's Landing and the railyards at the
south end of town was to be a spur line extended down Mulberry Street to the river's edge.
The Western and Atlantic Railroad obtained a 99 year privilege of maintaining a right-ofway down Mulberry Street, with the proviso that they extend the tracks to the riverbank
and erect a freight hoisting mechanism. This was the literal connection the city fathers and
merchants knew would be potentially profitable. The railroad and the steamboat could
exchange cargoes at will.
This scheme did not quite jell. The W&A Railroad, and other railroads which
followed them into town, needed space to create passenger and freight handling facilities,
switch yards, turn-arounds, and maintenance shops. They needed a great deal of land.
The railyards were created south of Ninth Street, then the southern boundary of the
incorporation. Tracks were laid on Mulberry Street, but only as far as Fifth Street, and no
hoisting equipment ever materialized. In abrogation of the agreement with the city, the
railroad used the half-mile of track simply to store freight cars overflowing from the main
railyards south of Ninth Street.
Once the rails were in place, the thoroughfare became known as Railroad Street or
Railroad Avenue. The most valuable commercial frontage in the city was on Market Street,
and most of the firms situated on the west side of that street had lots which ran the width of
the block to Railroad Avenue. While the railroad held the right-of-way, the city could make
no improvements to the street. Adjacent to the tracks was a ravine which collected filth.
Merchants were furious at being forced to use the valuable Market Street frontage of their
commercial properties to load and unload wagons of merchandise while at the rear of their
properties a wide street remained unused and unusable. As an "avenue of commerce,"
Railroad Avenue languished for decades. Not until after the Civil War was the
thoroughfare reclaimed by the city as Broad Street.
The wretched condition of the riverbank at the foot of Mulberry/Railroad/Broad
Street was evidently the reason the railroad right-of-way was never improved. A detailed
topographic map drawn by Federal engineers in 1863 shows that most of the waterfront
west of Market Street was occupied by a giant ravine and a stream which drained the
northwest side of town. The riverbank was obviously more subject to fluctuating water
levels in the river, if not outright inundation. It is thus not surprising that the W&A
Railroad didn't quite get around to expending the large sums of money needed to fill,
grade, and lay rail on upper Mulberry Street.
Streets, Sewers, and Water
In 1849, the mayor and board of aldermen of the city changed the width of the city
streets, it is speculated, to reduce the costs of maintaining the thoroughfares. This move
was regretted in later years, when the streetcar, automobile, and motorbus appeared on the
scene. Market Street was narrowed to 100 feet; Chestnut, from 100 to 60 feet; Cherry,
from 66 to 46 feet; Cypress, Poplar, Walnut and High streets, from 100 to 60 feet; and
First through Ninth streets were changed from 66 to 46 feet in width.28 Mulberry,
rechristened Railroad Avenue, had been widened to 126 feet to accommodate the railroad.
The streets of antebellum Chattanooga were not paved, and privies were the only
sanitary structures in town. Water was drawn from wells, or collected from the rooftops
and stored in cisterns. There was no organized refuse collection and disposal. Domestic
animals ran freely about the town. This was not a healthy situation, but until a substantial
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tax base was created, the cost of municipal improvements was prohibitive. Creation of a
city water supply was the first order of business.
Chattanooga Waterworks Company
Prior to the formation of a municipal water company, Chattanooga was poorly
supplied with water, notwithstanding its proximity to the river. The silt-laden river water
was not considered especially desirable for drinking purposes. A number of natural
springs supplied the town in the antebellum period. One fresh spring was located near
Third and Walnut Streets, another at the foot of Georgia Avenue. A prized spring was
located at the foot of Cameron Hill near the riverbank, and nearby was a clear spring
discharging from the base of a poplar tree near the north end of Chestnut Street. This
spring emptied into the ravine that ran along Broad Street.29
In 1856, the Chattanooga Waterworks Company was incorporated by William J.
Fulton, Spencer Rogers, Jonathan M. Lees, Robert Cravens, Robert M. Hooke, and
Joseph L. Gillespie. Charles Grenville was elected president of the enterprise, and the
company purchased two lots on the riverbank between Payne and Lindsay Streets for a
pumping station. These parcels were east of the stone river bluffs. Beyond this, nothing
was accomplished prior to the start of the Civil War.3°
Bell's Distillery and Mill
W. S. Bell operated a distillery and flouring mill at the foot of Cameron Hill near
the riverbank. The mill was a four-story brick building at the mouth of the ravine between
Cameron Hill and the hill at its northeast flank. The ravine was then known as Stillhouse
Hollow.31 Bell could produce a maximum of 300 gallons of corn whiskey daily. Bell sold
his interests in the distillery at the start of the Civil War.32
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Chapter 3
Crucible
Ross's Landing in the Civil War
1861-1865
Much of Chattanooga's modern image and national reputation is built upon the
events which occurred there during the Civil War. The War of the Rebellion was a crucible
for the town at Ross's Landing. Formerly a sleepy railroad junction, the place assumed
national importance as the portal to the Deep South. In the summer of 1863, Federal
armies converged on the town, churning up the physical landscape, and forever erasing the
slave base of the antebellum economy.
Ironically, despite the blood shed on fields in and around the town, the war was a
catalyst to the expansion of the local and regional economy. Many Union soldiers passed
through the town and surrounding region and found much to admire and spark the
imagination. General John T. Wilder was one of many to return to Chattanooga after the
war and invest in its economic future. The iron and steel industries in particular enjoyed
the benefits of this northern infusion of expertise and capital.
The occupation of Chattanooga was one of the most thoroughly documented
periods in the early history of the town. Photographic images, maps, and other types of
evidence present a vivid picture of Ross's Landing in the Civil War.
The Assault on Chattanooga
When hostilities erupted in the spring of 1861, Tennessee found itself a border state
of the Confederacy. East Tennessee was not committed to the rebellion to the degree that
Middle and West Tennessee were, and numerous Federal divisions were raised in the state.
The Confederacy began to fight a defensive war in 1863, and the western theater of war
saw more important Federal advances than did the stalemated eastern theater.
Recognized as a critical point in the transportation network of the region, both
armies sought to gain control of Chattanooga. In June, 1862, Chattanooga got its first taste
of battle. A Federal force under General James S. Negley set up his artillery on Stringer's
Ridge on the north bank of the river and shelled the town for two days. Damage was
minor. The scenario was repeated in August, 1863, by a detachment under Col. John T.
Wilder. This artillery clash was a diversion covering the movement of a much larger force.
Events reached a head in September, 1863, as General Braxton Bragg's
Confederate Army was outflanked and forced to abandon the town without a fight to the
advancing divisions of General William S. Rosecrans. The steamers Paint Rock and
Dunbar were scuttled at the wharf, and the Tennessee and Holston were run up river and
sunk. On September 9, the last rebel vedettes withdrew from the town and Federal troops
entered. Pontoon bridges were thrown across the stream to ferry Rosecran's army south in
pursuit of Bragg (Figure 6). But Bragg did not retreat far before turning to give battle.
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Figure 6. The Federal Army Crossing the Tennessee into Chattanooga, September,
1863. From a Harper's engraving.1

The Battle of Chickamauga on September 19-21, 1863, resulted in a rout of the
Federal armies which fell back on Chattanooga for refuge. Protected on the north and west
by the river, the army hastily threw up fortifications stretching from riverbank to riverbank
in a broad arc across the east and southern approaches of the town. Fortified breastworks
and artillery batteries were placed at critical points along the perimeter, including the
waterfront. To open fields of fire, the Federals cut down virtually every tree in and around
the city.
Many of the fortifications erected by the Federals bordered the Ross's Landing
area. Near the crest of Cameron Hill as an emplacement for 100 pounder Parrot cannons.
On Reservoir Hill was Redoubt Carpenter. Rifle trenches were cut along the waterfront
west of the foot of Pine Street, and rifle trenches were also cut along the top of the Bluff
opposite the western end of Maclellan Island.2
If the defensive position of the Federal army was good, the terrain held by the
Confederates was better, especially for the maintenance of a siege. Bragg occupied the
crest of Missionary Ridge to the east and southeast of town, and the heights of Lookout
Mountain to the southwest. From these elevations the Confederates commanded the town.
River access was choked off, and the Federal troops were placed on tight rations as their
situation grew more tenuous. Rations had to be carried by mule trains over Walden's
Ridge to feed the encircled army at Chattanooga until Brown's Ferry was captured from the
Confederates and a hastily-improvised steamboat connection from Bridgeport could be
started. After the "Cracker Line" was broken by the river supply route, plans could be laid
by Grant and Sherman to break the siege. Finally, the battles of Lookout Mountain and
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Chattanooga of November 23-25 broke the stranglehold of the Confederates, who retired
south into Georgia for the winter.
With Chattanooga secured, work began to transform the shabby little rail junction
of Chattanooga into a vast storehouse to supply the Federal assault on the Confederate
stronghold at Atlanta. On the waterfront at Ross's Landing, there was a frenzy of
construction. Even the most casual of observers could note the evident surplus of labor in
many of the military constructions: the attention to ornamentation evinced a need to keep
idle hands busy.
Fortunately, for the archaeologist and historian, the Federal engineers were
responsible to the one of the largest bureaucracies in the world, and were required to
document in detail every building erected. To supplement verbal description of each
building, accompanied by architectural drawings, photographs were taken. Among the
most famous of the photographers recording the activity in Chattanooga was George
Barnard.3 From the verbal accounts, architectural renderings, and photographs we can
reconstruct what Ross's Landing looked like during the occupation.

Figure 7. Dorr's Topographic Map of Chattanooga, 1863. From F. W. Dorr's map,
"Chattanooga and Its Approaches."4

The Landing During the Occupation
One of the first plans drawn after the lifting of the siege was a detailed topographic
map of the town and its defenses. This map, drawn by engineers under Brig. Gen. F. W.
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Dorr, was intended to aid fortification engineers and shows what the Ross's Landing area
looked like before the Federals got busy during the winter of 1863-64 (Figure 7).5 The
bulk of the construction activity in the town occurred during 1864 and early 1865. As the
war neared its end, detailed reports of the construction activities were requested from the
engineers posted here. After the war, these improvements would have to be sold or
demolished. Accompanying the report of the Federal engineers at Chattanooga in 1865
were two maps or plans of the most of the town, showing the locations of buildings erected
by either the Construction Corps of the United States Military Railroad or by the regular
Corps of Engineers. The plan of the buildings in the upper part of town has survived
(Figure 8).6

Figure 8. Federal Military Buildings, 1865. From a plan of Chattanooga circa 1865,
drawn by U. S. Army engineers.
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The Railroad Street Spur Tracks
The United States Military Railroad was created as an independent department to
build, repair, and operate the railroads in the theaters of war. They finally managed to
accomplish what the Western and Atlantic Railroad had promised but failed to do, to build a
railroad spur to the riverbank at Ross's Landing. They evidently found that filling lower
Railroad street was expensive to do, so they constructed a timber trestle north from the end
of Third Street across the ravine. The trestle would have had to cross the meandering
ravine again, and it was even deeper at that lower point. The trestle thus ended at Second
Street. To carry the line to the wharf, the engineers built a switch below Fourth Street and
ran a spur off to the east of the main Railroad Street line, skirting the rear of the
commissary building erected on the west side of Market Street between Third and Second.
Easing around the edge of the deep ravine, the spur track curved to the northwest and
ended on the top of the natural flood levee east of where the ravine entered the river.
Off this line were carried three spur tracks running back to the east. Two of the
spurs furnished the magazine, warehouses, and commissary buildings on either side of
Water Street (Figure 9). A third ran down the unimproved right-of-way of west First
Street to the west side of Market. With the spur lines to the waterfront complete, the
steamboat to railroad freight connection had been made.

••„';,k
•

•

Figure 9. Powder Magazine and Warehouse at the Wharf. Prominent in the foreground
of this view is the Railroad Avenue/Broad Street ravine, and the spur line of the
United States Military Railroad.
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The Meigs Military Bridge
As the Union campaign against Atlanta began in the spring of 1864, Chattanooga
became a vast marshalling yard for troops and materiel. Desiring to avoid the kind of siege
they had suffered in the fall of 1863, the Federals determined to open a good route of
communication to the north side of the Tennessee and build a more or less permanent
bridge across the river. With time of the essence and manpower no obstacle, a timber
bridge was erected using the forests from Hill City on the north side of the stream.
Chattanooga's first Tennessee River bridge was built in 1865 by the Federals to
replace the several precarious pontoon bridges over which the wagon trains of occupying
troops had entered the city (Figure 10). The resultant structure was called the "Meigs
Military Bridge" in honor of the quartermaster general of the U. S. Army. Because of its
great estimated cost - $750,000 - it was also called "Meigs Folly," and it hardly lasted long
enough to justify its construction cost. In defense of the 'folly' attribution, the bridge was
built as a temporary structure to serve military purposes and was clearly not engineered to
be more than functional for a period of a few short years at best.

Figure 10. The Military Bridge at Ross's Landing. Chattanooga's first river bridge
was built in 1864-5 by the Army engineers, and was constructed entirely of green
timber. The flat of the antebellum swing ferry is prominent in the foreground.
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In case of high water, and to permit the larger steamboats to pass upriver from the
structure, a drawbridge was included in the spans near the south riverbank (Figure 11).
Marcus B. Long, son of pioneer James P. Long, described the bridge in this way:7
The bridge was a wooden arch bridge of 90-foot spans each, resting on
piers or pens filled with stone and trestle bents between the wooden
piers. Measuring from the north shore south to Market street, the first
pier standing at the water's edge on the north side of the river, then three
arch spans, two of which resting on turtle bents to second pier filled
with stone, distance 270 feet, then four arch spans, three of which
resting on trestle bents to the third pier filled with stone, distance 360
feet, then three arch spans, two of which resting on trestle bents to the
fourth pier filled with stone, distance 270 feet, then a draw span of 90
feet, to the fifth pier filled with stone, making the actual length of
bridge from water's edge to water's edge, 1,000 feet. The approaches
were built on trestles.

Figure 11. The sidewheeler Wauhatchie below the Military Bridge. A water wagon is
shown to the left, and the swing ferry floats are visible behind the bridge.
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The main piers were anchored to the riverbed by filling them with stone, and the piers were
"pointed" on the upstream sides; these cutwaters helped to reduced the stress of the river
current on the piers. Little or no iron was used in the structure, except in the case of nails
for plank revetting, drift pins to fasten elements, and strap hinges on the draw spans. The
approaches to the span were protected by timber blockhouses, and on the north shore there
was a separate camp for the troops serving as the bridge guards.
The construction of the bridge was not without humorous incident. According to
Long, in order to hoist the drawbridge up and down, the engineers telegraphed Cincinnati
for four steamboat capstans, a type of hoist or windlass. Several days later, four steamboat
captains arrived, wondering what their connection was with a bridge. It was several weeks
before the confusion was cleared up.
The Steamboat Shipyards
The Cracker Line had been relieved by a hastily-contrived steamboat, but once the
Rebel threat had diminished, carpenters created a full-blown shipyard on the north side of
Cameron Hill and set about building a small fleet of steamboats to patrol the river and carry
supplies up from Bridgeport (Figure 12). Among the boats built at Ross's Landing or at
Bridgeport during the war were: Chickamauga, 227 tons; Stone River, 214 tons; Lookout,
193 tons; Bridgeport, 184 tons; Resaca, 182 tons; Missionary, 115 tons; Kingston, 93
tons; Chattanooga, 89 tons; and Wauhatchie, 89 tons. Most of these were sternwheelers,
but the Chickamauga and the Wauhatchie were sidewheelers (Figure 13).8

Figure 12. Shipyard at the foot of Cameron Hill. This facility was the scene of
constant activity after the lifting of the siege in December, 1863.

The wreck of the steamer Dunbar was raised and used as a wharfboat, a kind of
floating dock. Launching ways or cradles were erected, and new boats were constantly
under construction atop the timber ramps leading to the river. Several sawmills were
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erected to supply lumber to the shipyard and the vast construction projects in Chattanooga
and the surrounding area. One of these mills was near the northeast flank of Cameron
Hill, near the shipyard, and another was at the northwest flank of the hill. Downstream,
another steam-powered sawmill complex was erected on the site of the modem MankerPatten Tennis Courts. When these mills were finished with the town, bare ground could be
seen for miles around.

Figure 13. Steamboats lined up at Ross's Landing. In addition to hauling provisions,
several of the steamboats were armed with deck-mounted howitzers and patrolled the
river for Confederates.

Corrals, Warehouses, and Barracks
There were as many horses and mules in Chattanooga as men, and these valuable
animals had to be sheltered and fed. A huge corral complex was erected above Third Street
between Pine Street on the west and the Railroad Street ravine on the east. The north end
of the corral extended above Second Street. A giant warehouse for ordinance was erected
on the west side of Market Street between Third and Second, and the same frontage from
Fourth to Third was occupied by the Post Commissary and provision stores. On the side
of the hill east of Market Street was a barracks for the ordinance department, and at the
Lattner House on First Street General William T. Sherman maintained headquarters during
the breaking of the siege.
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Figure 14. Barracks for the ordnance department. Situated north of First Street and
east of Market, this structure poised in part on the steep slope down to the riverbank.
The view is crowded with less commodious huts.

The Bluff Furnace Lime Kiln
Bluff Furnace, Chattanooga's most forward-looking industrial facility of the
antebellum period, lay in ruins by the end of the Civil War. Much of the furnace equipment
such as the steam engine and blast machine had been dismantled in 1863 and shipped to the
Oxford furnace in Alabama where it was put to immediate use. What remained of the
furnace stack was used as a lime kiln by the Federals. The abundant limestone rock was
burned inside the iron stack. The limestone walls of the casting shed were thrown down
and used as ballast in the piers of the nearby military bridge (Figure 15).
Giles Edwards assumed a position at the Shelby Iron Works in Shelby County,
Alabama, and remained in that state through and after the war. James Henderson found
himself abroad in 1863 and found occasion to mention his association with Bluff Furnace
in a letter he wrote while in Birmingham, England. Learning that Chattanooga had just
been captured from the rebels, Henderson wanted to alert the occupying army to the fact
that there were caverns underneath the bluff which hostiles might mine, thereby destroying
any fortifications above.9
Bluff Furnace had been destroyed, and the importance of the site slipped into
oblivion. On the 1863 Dorr map the furnace stack was designated a survey bench mark
and lime kiln, the latter also being its identification on the 1865 map of improvements.
From blast furnace to lime kiln, the plant had passed from being prominent in
Chattanooga's future to being a forgotten relic of its past.
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Figure 15. Bluff Furnace as Lime Kiln. The most advanced iron smelting facility in
the South in 1860, Bluff Furnace was only a ruin in this 1864 photograph.10

Origin of the City Waterworks
When Federal troops occupied the city, the increased population made the need for
potable water acute. Army engineers commenced construction of the towns first centralized
pumped water supply system. The former Bell distillery on the riverbank was demolished,
but the flouring mill closer to the base of the hill was converted into a water pumping
station." Water was drawn from the river and pumped upslope to wooden storage tanks
on the east side of Cameron Hill. From these wooden tanks, water was conducted through
six-inch metal pipes down Sixth Street to Market where lines ran north and south a mile in
either direction.12
Water was delivered only sporadically however, and water wagons had to be sent
down to the river to obtain a steady supply. The 1865 map of improvements shows three
tanks on the east side of Cameron Hill, two to the west of the pump house, and one to the
south. This system was the germ of the post-war water company of the town, and the
improvements were sold to private investors at the close of the conflict.
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Chapter 4
The River is Wide
Floods and Industry at the Landing
1867-1886

In the days before the Tennessee River was turned into a series of lakes, the stream
was a living entity with a pulse generated by the seasonal pattern of rainfall in the vast
drainage of the upper Tennessee Valley. On a good day the river was some 900 feet wide
at Ross's Landing and at least three feet deep, this being the minimum safe navigation
depth for steamboats. On a bad day, and there were many in the 1800s, it was difficult to
decide just where the river stopped and where the town began. When the river flooded, the
citizens of Chattanooga held their breaths.
A series of major floods frame the following discussion of Ross's Landing in the
decades following the Civil War. The floods of 1867, 1875, and 1886 mark the three
highest flood stages in the recorded history of the valley. The effects of these floods were
not disastrous to the growth of Chattanooga, but they did serve as reminders that the
town's existence was linked to an often uncontrollable resource.
Shaking off the aftermath of war, Chattanooga looked like a very different place
than its antebellum version. Gone were most of the trees in the town, cut down for
buildings and fortifications, or to clear fields of fire. Rifle trenches circled the town, and
earthwork forts dotted the landscape. A lot of dirt had been moved, and the city looked
much the worse for wear. In this next period of our survey of Ross's Landing, the town
made its first great efforts towards municipal improvements, addressing not only cosmetic
concerns such as the look and smell of the city, but matters of public health and economic
policies.
The Great Flood of 1867
The most severe recorded flood on the Tennessee River system of East Tennessee
occurred in 1867, reminding the population of Chattanooga that the avenue of commerce
next to which the town had been surveyed was an untamed river disposed to displays of
awesome power. The floods of Chattanooga in 1867, and those of 1875 and 1886, had
one thing in common: they were slack-water events. No raging torrent of water raced over
the city streets, but rather, the waters simply "backed up" over the town, causing
inundation of low-lying districts. Unfortunately for the struggling village at Ross's
Landing, the core city from the river south to Ninth Street, and from Pine Street to Georgia
Avenue, rested in a basin. In the floods of 1867, 1875, and 1886, virtually all of the
densely-populated heart of the town was inundated.
Early in March, 1867, rainstorms over the upper Southeast dumped several inches
of rain into the drainage basin of the Tennessee River. The river was rising at a foot an
hour on March 7, and it was clear a flood was at hand. The swiftly-moving water in the
river channel began to fill with debris; timber rafts, driftwood, cabins, chicken coops, and
trees were observed. The ravine on Railroad Avenue became a creek, and the water
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covered a bridge on Fourth Street. On March 8 the rise of the river was four inches per
hour. Citico Creek and Chattanooga Creek merged their waters, isolating the town from
Missionary Ridge.1
Parts of the old Meigs Military Bridge near the foot of Market Street had already
fallen to the flood waters, and the inhabitants gathered where they could to view the
destruction of the remaining structure. The critical point would be when the water reached
the level of the deck. At this time, the pressure on the structure would be irresistible. The
structure had already been condemned as unsafe and sold for scrap to J. R. Slayton, but
remained standing when he failed to make proper security for a performance bond.2
Collapse of the tottering bridge would be the most interesting spectacle of the flood.
Cameron Hill was the best - and safest - seat in town. The ravines which drained the high
ground began filling, and soon one thread of water had reached the Crutchfield House
situated on Ninth Street.
With their tracks flooded, the railroads ceased running and the town was isolated.
On March 9 the water was still climbing at an average rate of over three inches per hour.
One of the large frame structures built by the Federal troops during the occupation and
situated near the waterfront was floated off its foundations and drifted away down river.
By March 10, the incorporated area of the town, excluding the high ground of Cameron
Hill on the west, and the ridgeline from the stone bluffs south along Georgia Avenue, were
from four to eight feet under water. The Meigs Bridge was gone. The flooding continued
on March 11 at a rate of two inches per hour. The tracks on Railroad Avenue were lifted
on their buoyant wooden crossties and floated away.
At the peak of the flood on March 11 the water level stood at 57.9 feet above low
water stage. Flatboats and scows floated into the town, and were used to rescue stranded
citizens. Captain Woods Wilson of the steamer Cherokee sailed up Market Street to Fifth
Street, where he was stopped and hailed by Mayor Carr who warned that his bow wave
might sweep frame buildings off their foundations. Several of the large frame storehouses
built during the war on and near the wharf had already moved downriver. Wilson returned
to the landing, but soon was steaming off down the river on the flood tide, often backing
his paddle wheel to reduce speed. The Cherokee made a record-breaking, and nerve
wracking, transit to Bridgeport.
After two days of receding water, the town re-emerged from the muddy waters and
began cleaning up. There had been some loss of life and considerable property damage,
but the town had not been dealt a crushing blow. The city engineer, William B. Gaw,
recorded the water levels of the flood crest as an aid to establishing new and much higher
street grades in the heart of the city.
The Flood of 1875
In 1875, Chattanooga experienced its second most severe flood. The flood
proceeded as before, backing the river water over the town and reaching, on March 1, a
crest of 53.8 feet, some four feet below the 1867 event. Once again the town received a
soaking, and again, it repaired the damage and went on with business. Talk of raising
street grades along the waterfront was raised in earnest. Plans to build a dyke to protect the
growing townsite were not carried out, but street grades were raised several feet to
diminish flood damage during all but the most horrendous of storms. "Underground
Chattanooga" was born. The original ground floors of buildings sank below raised street
grades, and the landscape of the antebellum town disappeared beneath several feet of fill.
Indications of this raising of grades are abundant. In January, 1879, work began on
construction of a new block on Market Street between Sixth and Seventh. In demolishing
the old store house of A. Tschopik, built just after the Civil War, it was noted that: "It was
built a foot or so above the level of the street; today, by the filling of Market street, it is
over two feet below the sidewalk."3 In the process of excavating for a sewer on Market
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Street in 1882, workmen found the stump to an oak tree at a depth of about nine feet from
ground surface.4
It is estimated that at the intersection of Ninth Street, now M. L. King Boulevard,
and Broad Street the grade has been raised over ten feet. The antebellum landscape of
Ross's Landing is still with us today, hiding under the fill dirt and pavement at our feet.

-:-NIV:rle
.

,

rn"Pkt:z>,4„/„.

Figure 16. "Birds Eye View of Chattanooga," an 1871 engraving by A. Ruger, St.
Louis.5 Many of the blocks adjacent to the waterfront were under-developed after the
Civil War.
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Flood Signals
Commercial interests in Chattanooga recognized the importance of being able to
predict when flood waters would threaten the town and particularly its numerous industries
sited on the broad flood terraces on the north and west sides of the town.
It was a local organization that took the initiative. A special committee of the Iron,
Coal and Manufacturer's Association of Chattanooga originated the flood signals system in
1880. By telegraphic connections with observers throughout the Tennessee river drainage
area, rainfall and stream level data was collected, allowing the local observer to alert
residents and businesses in the town of impending damaging water levels. In town, the
river gauge was situated at the foot of the bluff east of Market street, adjacent to the ruins of
Bluff Furnace. In 1882, the United States Signal Service concluded negotiations to take
over the duty of collecting the data from flood observers.6
Early in 1883, the first official observer, B. L. Goulding, received his instructions
from the signal service and assumed his duties at Chattanooga.? The valley had its first
weather bureau. Initially, the service was to operate during the flood season, from
December 1 to April 1. By December 1884, Goulding had been given charge over an
expanded flood signal service covering the entire Tennessee River Valley.8 The old
wooden river gauge at the foot of the bluff was replaced by a finely-graduated steel gauge
47 feet in length.9
Steamboating in the Postbellum Era
At Chattanooga in 1880, there were logged 553 steamboat and 125 flatboat
landings.1° Still, as the regional railroads recovered from the war, the steamboat lines
found themselves competing with the iron roads for freight, particularly in the Chattanooga
- Decatur trade. The Nashville and Chattanooga Railroad, and its successor, the Nashville,
Chattanooga and St. Louis Railway, had a line direct to that point. The railroads were not
shut down by low water, a fact which stalled the river trade from July to October.
Plying the waters of the Tennessee in 1873 were the steamboats Emma, Last
Chance, Emory City, J. T. Wilder, Lucy Coker, and Mary Kate. The Wilder, with the
ship's master, Joseph Glover, at the helm, departed Ross's Landing every Wednesday at
8:00AM and every Saturday at 8:00PM for the mouth of the Hiwassee River, Rhea
Springs, Rockwood, and "intermediate landings."11 The Wilder was built specifically to
transport pig iron downriver from the blast furnaces at Rockwood in Roane County, and
the boat's name honored the principal member of the Roane Iron Company, General John
T. Wilder. The Emma traveled between Chattanooga and the Hiwassee, and the Emory
City, under Capt. Jake Fritz, made stops at Rockwood, as did the Lucy Coker.
Most of the boats docking at Ross's Landing traded on the upper river, but there
was at least one boat, the designated U. S. Mail packet, running between Chattanooga and
Bridgeport. Mail contracts were won on competitive bidding and changed hands
frequently. The river mail packets were discontinued as of July 1, 1885.12
The Chattanooga to Decatur steamboat trade had languished after the Civil War, one
of the reasons being a stout competition with the railroads. The route was considered
unprofitable, but in 1877, the "Old Williams Route," as it was known, was revived. The
steamer R. C. Jackson, supported by a weekly subsidy of $60, was placed on the lower
river route.13 When the Jackson departed the landing on its maiden run on November 22,
the vessel carried a dozen merchants and buyers eager to revive commercial connections on
the Chattanooga-Decatur trade.14
Joining the river fleet in the late 1870s were the steamers Pinhook, May Bell, R. M.
Bishop, M. A. Gee, R. C. Jackson, R. R. Anderson, H. C. Murray, Ida, and the Harry
Helm. The City of Knoxville, with home port in its namesake, made frequent trips
42

downriver to Chattanooga. Our own namesake boat, the Chattanooga, was finished on the
stocks at the wharf in the fall of 1879.
Rivalling the din of commerce and industry generated at the railyards south of Ninth
Street was the cacophony of steam whistles to be heard on any given day at Ross's
Landing:
A busy scene was presented at the wharf yesterday. Three large
steamboats, the Anderson, Wilder, and Johnson, were lying moored at
the wharf being unloaded, and the place was alive with teams, lookerson, and laborers carrying grain to and fro. In the center of the river the
steamer Knoxville had just begun her trip up the river and before she
had proceeded fifty yards, met the Bishop coming down, with a full head
of steam, the deck hands singing on the two steamboats, and the sharp
commands of the officers plainly heard on the bank. It was a scene of
activity rarely afforded.15

Most steamers of this period carried their cargoes as deck loads on the main or
boiler deck, and passengers on the deck above. In January, 1878, the steamer R. M.
Bishop arrived from Rockwood and brought to the landing one of the largest cargoes of the
season. Disembarked were: 25 passengers; 3,928 sacks of corn [two bushels per sack]; 53
sacks of wheat; 59 sacks of oats; 4 sacks of feathers; 1 sack of peanuts; 6 boxes of eggs; 9
boxes of butter, 5 cans of lard; 11,000 pounds of bacon; 2 coops of chickens; 147 bales of
hay; 12 bales of straw; 1 beef [on the hoof]; 1 box of boots; and 1 barrel of sugar.16
When cargoes were unloaded at the wharf in 1879, wharf-master Mobley recorded
in detail the cargoes that were landing, calculating the wharfage fee to be paid. Also at the
wharf was "the old skiff builder" M. V. Prestwood, a builder of small as well as large
wooden vessels.17 The shipyard at Ross's Landing was downstream from the main
wharf, in the vicinity of the modern yacht basin. Accidents on the river were frequent, but
hulls and machinery, if undamaged, were typically reused and put back into the river trade
with new names. Thus, the May Bell disappeared in April, 1880, to re-emerge as the M.
H. Clift, a two-deck boat 106' in length, 16' at the beam, and drawing a mere 13 inches of
water. The Clift became a tow-boat for the Soddy Coal Company, hauling coal barges.18
There were other activities at the wharf as well. The H. C. Murray was a
"merchant" boat, being equipped with a small grist mill. The Murray would stop at isolated
landings and grind corn mill on a custom or toll basis. This was evidently also done at the
Chattanooga wharf; on one occasion in 1879, she departed after processing 200 bushels of
meal on board.19
Many of the boats operated on the river were owned by individuals or by small
groups of partners. In 1882, there was a consolidation of interests between two groups of
investors competing for the lower river trade to Chattanooga. The result was the
incorporation of the Chattanooga and Decatur Packet Company. Brought under one
umbrella were the steamboats Chattanooga, Johnson, Anderson, and Wilder.20
Chattanooga merchants soon perceived the packet company was working 'too
closely' with the railroads which connected with the river at Decatur. Early in 1883, there
was a move made toward purchase of a steamboat to operate on the lower river trade in
competition with the packet company.21 In response to these gestures, the Chattanooga
and Decatur Packet Company was reorganized in August of that year. R. C. Gunter was
elected president, and S. C. Capeheart was made vice-president. Gunter assured local
merchants that the creation of a competing line on the lower river was not necessary.22
Most steamboats carried their cargoes as deck loads, but the use of barges was seen
as the way of the future, at least when it came to bulk haulage of such cargoes as grain,
lumber, coal, and iron ore. In August, 1885, the steamer Warner appeared at Chattanooga
towing what was said to be the largest barge yet built for service on the Tennessee. The
barge, built for Kindrick and Co., was 140 feet long, 30 feet wide, and seven feet deep.23
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Many rivermen saw this as the means to carry large cargoes in times of shallow water and
over navigation obstructions. By building powerful towboats with shallow draft, and by
distributing the cargos in one or more barges, the whole ensemble of boat and barges could
not only carry greatly-increased volumes and tonnages of cargo, but could navigate in
much less water.
The Chattanooga and Decatur Packet Company was purchased in 1885 by C.
Johnson, John M. McDermott, and E. W. McGaughey, and reorganized as the Alabama
and Tennessee Packet Company. Representing these Alabama capitalists was manager
McDermott, who supervised the operations of the steamers Chattanooga, Johnson, Wilder
and Anderson. The recently-completed shallow-draft Myra and its deep-draft companion
the Throop were the competition to the new company.24
In March, 1888, a group of investors made application to the state for a charter for
the Tennessee River Transportation Company. Among the incorporators were John P.
Richardson, A. H. Pettibone, H. T. Olmsted, Samuel H. Drew, A. M. Farnum, and M. F.
Penfield.25 Captain A. M. Farnum negotiated the purchase of the steamers Gunter, Wyeth
City, and Johnson, boats which had been engaged in the lower river trade with Decatur.
The company also bought the Warner, Dugger, and Pinhook, the "upriver" trading fleet to
Kingston.
Most of this fleet had been built in Chattanooga at Ross's Landing. The J. C.
Warner was built in 1883 and was the largest of the fleet. The Chattanooga Times
described the boat at the time of its launching:
The new steamboat is one of the handsomest that has ever floated on
these waters. She is 142 feet long, 24 feet broad. The hull is a model
of finish, and beautiful; it is what is styled the frame hull in distinction
of the gunnel hull and imparts greater speed to the craft. The cabin
contains 22 berths and its passenger capacity will be 35; it has a full
cabin with a commodious and beautifully furnished saloon. The office
is also very neatly furnished and the boat is painted very handsomely,
and with its bright, new machinery, presents a beautiful appearance. It
has been named in honor of J. C. Warner, of Nashville, one of our
leading iron men and most prominent capitalists.26

The W. L. Dugger was 135 feet long, 24 feet at the beam, and drew 25 inches of water
unburdened. The 153 ton boat was built on the Chattanooga wharf by John Alexander in
1882. The Wyeth City was launched at Ross's Landing in May, 1888, and placed by its
owner, Gunter, on the Chattanooga-Decatur trade.27 The boat was 125 feet long, 22 feet at
the beam, and displaced 150 tons.28
With the purchase of these boats, and their barges, the Tennessee River
Transportation Company consolidated much of the commerce conducted on the upper
Tennessee River.29 The company made their main office at Chattanooga. Many merchants
would later perceive this company as acting in a monopolistic manner.
In October, 1890, the Muscle Shoals Canal was opened for traffic, marking a
significant step toward completion of an all-seasons passage between the upper and lower
Tennessee River. Local firms had participated in the construction project. For example,
the Wason Car Works had built several of the iron and steel lock gates for the canal.3°
When the government steamer Weitzel passed Florence, the message was spread by
telegraph. In Chattanooga, the news was a page one item.31 With the formal opening of
the canal in November, navigation on the river entered a new phase of its history.
There were still major obstacles in the Tennessee River, and trade on the river was
still very much conditioned by water levels, but the completion of the canal was a
significant step toward conquering the obstructions collectively termed the Muscle Shoals.
In the following decades, the commercial impetus to Chattanooga merchants would be the
development of "through" steamboat traffic to the major Mississippi and Ohio river ports.
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The Chattanooga Shipyard
Many of the steamboats, large and small, that traversed the Tennessee Valley river
systems had been built on the riverbank on the north flank of Cameron Hill. A steamboat
launching was an occasion at Ross's Landing, as this 1886 account suggests:
A very interesting and novel sight was afforded at the ship yard at the
base of Cameron hill yesterday afternoon at 4:30 o'clock. It was the
launching of the new steamboat in course of erection there for Capt.
Gunter, of Bridgeport. The launching of a boat is a thrilling spectacle
at all times and yesterday afternoon no better auspices could have been
afforded to observe this interesting sight. The erection of the boat has
been in charge of Capt. Murray, an experience ship carpenter of
Louisville. Work commenced about three months ago and was pushed
forward with all possible vigor. Last week the preparations were
commenced for the launching. The hull was of course entirely
completed, thoroughly caulked, and the decks and main timbers of the
cabins were up. The boat was lifted on jack screws about four feet
above the surface, and about 150 feet from the waters edge. Strong guy
ropes were strung to hold it in position and workmen were busily
engaged in laying the cradles. These consist of parallel timbers,
reaching from the boat to the edge of the stream. They were thoroughly
greased and when properly laid, the boat was lowered to rest on them.
They were so laid that the descent was at first gradual and increased as
the bank was approached. As the hour for cutting the ropes drew near
the crowd commenced to gather, and fully 2,000 persons were in sight
when the ropes were cut. A number of ladies and gentlemen were
invited on the boat to enjoy the thrilling ride, and when all was ready
the signal was given. Snap! went the ropes, and then the vessel
commenced to move, first slowly and then like an arrow it shot along
the cradles, straight into the water, and with such momentum that it
was driven nearly two-thirds across the stream. It all turned out
successfully and was a most beautiful sight. The boat is 160 feet long
and will be one of the largest and handsomest ever floated on the
Tennessee.32

Many boats were simply rebuilt and renamed. The day after the launching described
above, the refurbished steamer Josh V. Throop was rechristened the A. G. Henry.33
Another important business sited on the waterfront was the Tennessee River Dry
Dock, Construction, Wrecking and Navigation Company, organized in April, 1888. The
incorporators were H. Clay Evans, L. P. Thatcher, A. J. Gahagan, James P. Kindrick, A.
R. Perry and James D. Roberts. The facilities of the company included equipment for
"raising sunken vessels, barges floats, etc., manufacturing and repairing steamboats,
floats, barges and other necessary means of navigation."34 Manager A. R. Perry had
operation control of the company, and by July, 1888, was busy repairing and constructing
barges at the site. A steel-rail hoist way would replace the wooden ramps over which
vessels were towed onto land.35
Excursions on the River
The river was not only a place of business, but a place of pleasures. Nearly all the
boats landing at the wharf could be rented for several hours in order to accommodate
sightseers and partiers. Steamboat excursions on the river were a popular pastime. There
were moonlight trips on the river, private charters for small parties, and larger catered
affairs on specially-built party barges. One favorite destination of pleasure cruises was
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Shellmound, Alabama, some twenty miles downstream. At Rhea Springs, upstream from
Chattanooga, there was a resort where pleasure cruises frequently called.
Some individuals lived on the river, and this was exclusive of those ship's masters
and pilots who lived on board their steamboats. John Fields had a house boat moored in
the river at the end of Cherry Street in 1886, and William Frost's house boat was moored
near Market Street.36
Recreational use of the river was reflected in the organization of the Lookout Boat
Club in the 1870s. The club dissolved, but a new initiative in the summer of 1880 was
aimed at revitalizing the group.37
The Wharfage Question
One of the longest debates centering on Ross's Landing was the question of
ownership of the wharf itself, a stretch of shoreline running from the foot of Market Street
to the foot of Pine. Enmeshed in the controversy were the shippers and merchants in the
town, the mayor and aldermen of the city, and individual owners of the frontage along the
river. They debated from two disparate vantage points; merchants, the steamboat lines and
commission agents argued for free public wharfage to encourage overall river commerce.
The legal owners argued for their individual rights to charge tolls on cargoes disembarked
onto their property.
Our examination of this controversy begins with a notice which appeared in the
Chattanooga Daily Times in February, 1873, declaring:
Wharfage
On and after this date wharfage will be charged on all articles landed at
the wharf between Pine street and Winchester & Co.'s saw mill, and as
the Code of Tennessee gives the wharf owner a lien on the articles
landed by any boat and the boat that lands them, for thirty days, those
purchasing and shipping will do well to inquire as to whether or not the
wharfage has been paid.
D. G. Bryan38

Evidently, there was considerable difficulty in collecting wharfage from the flatboatmen
who routinely disembarked their cargoes at old Ross's Landing. The Times recommended
that merchants and traders move to locations near the free public wharf at the west end of
Montgomery street.39
The city council rescinded its ordinance regulating the collection of wharfage,
leaving J. J. Bryan in some kind of legal void. Still, as of March 11, he was still collecting
- or trying to collect - wharfage. The Times recounted some of the facts leading to this
dispute between Bryan, the merchants of the city, and the city council. As it stood in 1873,
the waterfront was all in private hands. Most of the waterfront was owned by Vernon K.
Stevenson, who had bought the property for $15,000 in 1848. What he had purchased
included: "the land between Front and Water streets, and between Pine street and Railroad
avenue up to Second street, three lots between Second and Third streets and Railroad
avenue and Chestnut street."
John P. Long explained to the Times the origin of the private wharf, noting the
1846 court decision that awarded a twenty-acre parcel of William G. Sparks (and discussed
earlier). This tract, which Sparks sold to John Martin for $2,400, stretched along the river
from the east side of Market Street to 44 feet below Chestnut street, nearly 800 feet, and
extended inland quite a distance. On March 28, 1848, Martin in turn sold the waterfront
portion of the tract to V. K. Stevenson 40
Stevenson, through his agent, J. P. Long, offered to sell the waterfront strip to the
city for a mere $10,000. Contrary to some assertions, it seemed that at the insistence of
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James A. Whiteside, the city had renounced all public claim to the waterfront in an act of
the city council on September 12, 1851.41 Thus the city had no claim on the land adjacent
to the shoreline.
At least on paper, the rights-of-way for Pine, Chestnut, Railroad, and Market
streets extended to the mean low water line of the river. These rights of way, excepting
Railroad, on which the W&A Railroad had special claim, extended through the private
property, and thus could be devoted to a public purpose, namely, a free wharf. This was
the source of the "wharf dispute."
The controversy was again brought to the attention of the public in 1880. John P.
Long, acting as agent for V. K. Stevenson, again explained to the Times the legal trail
leading to the private wharf.42 Merchants complained that cargoes landed at the wharf
were not given any protection from the elements, and that the muddy riverbank was a poor
surface over which to dray their cargoes into town. An 1879 Tennessee act entitled private
individuals to collect wharfage only if the landing was kept in good repair and surfaced in
some manner, and this provision was thrown in the face of the wharf owners.43 The city
followed suit by issuing its own wharf ordinance paralleling the state act."
In the summer of 1883, matters erupted again. In May, there was a move initiated
by the Board of Trade to condemn the street rights of way running into the wharf, thereby
creating public wharf. In city council, an ordinance was passed on the first reading after
suspension of the rules. The ordinance of May 18 declared that it was a misdemeanor for
anyone to collect wharfage on cargoes landed at the foot of Market, Broad or Chestnut
streets.45 Stevenson dispatched his son Hugh and an attorney named Alloway to view the
situation, and the city was enjoined from preventing collection of wharfage.46 Stevenson,
through attorneys Key and Richmond, filed suit against the city for damages in the U. S.
Court. In the midst of this action, Stevenson filed another suit against the city, alleging that
the egress of the Broad Street sewer through his property materially damaged its worth and
prevented resale.47
The city attorney Wiltse argued that there was an 1862 agreement between the city
and Stevenson in which Front Street was narrowed by 15' in consideration of Stevenson
relinquishing claim to the same distance along the low water line. The ordinance of May 18
was claimed not to be dispossessing Stevenson of his property, but rather regulating its
use, as was appropriate under terms of a street easement. Weakening the argument was an
1852 ordinance relinquishing claim to the waterfiont.48
Concerned merchants began to cast about for a new tack to take against Stevenson.
Ironically, the city did in fact own a free public wharf. In 1871, the city had set aside a
parcel 200 feet deep and running 1000 feet along the riverbank at the west end of
Montgomery Avenue, also known as Ninth Street and now M. L. King Boulevard. The
problem was, this particular wharf wasn't any good. The city had not improved the site
because it was far from the commercial district of town, and could not even be approached
by steamboats except at times of high water. The main river channel was near the opposite
shore, and it was thought unlikely that a new dredged channel would remain clear and free
from sediments. The Cincinnati Southern Railway had built a spur track and incline to the
riverbank at the Montgomery Avenue wharf, and some grain merchants proposed to
offload cargoes directly into freight cars.49 This scheme worked, but not well enough to
lure the bulk of traffic away from Ross's Landing.
The wharf suit was still in court when V. K. Stevenson himself showed up in
Chattanooga to challenge the Montgomery Avenue wharf. Stevenson was described by a
Times reporter as "a man of immense wealth, clear judgement and shrewd business tact."
He announced that at the conclusion of the suit, which he expected to win, substantial
improvements would be made to the wharf at Ross's Landing, including construction of a
grain elevator. He also proposed building a cable car system to connect the wharf with the
downtown depots and warehouses.5°
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In April, 1884, one shoe fell. Judge Key of the United States Court decided in
favor of V. K. Stevenson and found that he was entitled to damages from the city while
being prevented from collecting wharfage by the city ordinance of May 18, 1883. Key
affirmed that the city held an easement on the rights-of-way to Market, Broad, and
Chestnut, but that the easement could only be used to maintain their use as streets and for
no other purpose. Stevenson had legal title to the land and so long as he did not infringe on
the city's easement, and could collect wharfage on cargoes at Ross's Landing.51
The other shoe fell when the city determined to test one conclusion of Judge Key's
ruling. By arrangement, Mayor Whiteside cited J. P. Kindrick, owner of the steamer
Warner, and its master, Capt. Wilkie, for obstruction of a public street when the boat
landed cargo at the foot of Market street. The city was testing Stevenson's ability to collect
wharfage on cargoes landed on their easement. Now the controversy was referred to the
papers as the "wharf war."52
Stevenson replied to this action by filing a complaint against the city, and in due
course, Mayor Whiteside was attached for contempt. City Attorney Wiltse prepared to
argue the case before the United States Supreme Court. In the meantime, Stevenson was
allowed to collect wharfage as before, pending the outcome of the case.53
The wharf improvements Stevenson had proposed in March, 1884, were not pipe
dreams. In September of that year, after a long and difficult process, the Chattanooga
Railway and Elevator Company was granted the privilege to construct a steam railway from
the river south to Ninth Street.54 The city had not long before finally gotten rid of the
W&A tracks down that thoroughfare, and many citizens balked at having the street cluttered
with railroads once again. Stevenson was preparing to come to Chattanooga in October
when he suddenly died. His local agent, John B. Ewing, remained confident that the
railroad and elevator improvements would proceed as planned, but Stevenson had died
intestate, making completion of the project somewhat tenuous.55
Ironically, the waterfront at Ross's Landing did get a railroad spur to serve its
industries, but it was local industrialist C. E. James that accomplished the task. James'
Union Railway Company, locally known as the Belt Railroad, had been constructing an
industrial shuttle railway around the west and south sides of the city, making connections
with the half-dozen railroads then entering the town. The Belt Railroad was designed to
provide a shuttle service between the lines and to link with industries requiring carload
shipments and materials handling. The Belt Railroad obtained permission from the city to
extend its tracks around the west and north sides of Cameron Hill, thereby connecting the
giant Roane Iron Company's rolling mill plant with the nearly-as-large Loomis and Hart
sawmill and furniture plant. Moreover, the track right-of-way was granted along Water
Street to the east side of Market.56
At first the Stevenson interests made no complaint about the Belt Railroad crossing
their Broad Street right-of-way, but then filed an injunction, claiming that without proper
operating restrictions or the filing of damage bonds, trains run past the wharf area would
constitute a fire hazard. Spark-belching locomotives run through a lumber yard and past a
wharf stacked deep with baled cotton and hay was a real, not imaginary danger. The Belt
Railroad extended its tracks to the edge of Pine Street and stopped.57
John B. Ewing leased the holdings of the Stevenson estate in July, 1885, for a
period of 18 years, announcing that the improvements formerly envisioned would actually
occur, albeit in somewhat reduced scale. A metal tramway would be extended down from
the structure known as Peak's warehouse to the river's edge, and a steam hoist would be
built.58 The lawyers for the Stevenson estate also decided to press their claims for
damages against the city in the matter of the wharf suit.59 The city had already been
assessed damages in the amount of $600, and some observers considered this a cheap price
for a renewed title to street easements into the wharf.
Work progressed on the steam hoist at the wharf. In December, 1885, the new
hoist was complete. Built by a local firm, the Chattanooga Warehouse and Hoisting
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Company, the new hoist was a continuous chain-link conveyor belt system three feet wide
and 270 feet long, powered by a small steam boiler and engine. The conveyor system, the
first of its kind on the wharf, was a remarkable improvement in the handling of grain on the
waterfront. Situated at the foot of Chestnut street, the conveyor belt could transport 30
sacks of grain a minute up the riverbank to the shelter of the warehouse.61 The Stevenson
estate had also lifted its injunction against the Belt Railroad and permitted that line to carry
its tracks past the wharf along Water Street to the west edge of Market Street.62 As an
industrial locality, the waterfront had never looked better.

Figure 17. Detail from the 1886 Norris, Wellge and Company view of
Chattanooga.63 Visible in this view is the intensive development of the waterfront
area, including several sawmills and the spur line of the Belt Railroad on Water
Street. At the upper right-hand corner of the view is the pumping house of the
Lookout Water Company, and, a block downstream, the wharf facilities and conveyor
ramp owned by V. K. Stevenson.

Ross's Landing Ferries
The military bridge at Ross's Landing did not replace the ferries at that point, but
for its short life supplemented them. Its position infringed on the antebellum swing ferry,
however, even after the flood of 1867 had demolished it. Ferryman William Wylde
obtained permission from the county court to remove the remnants of the central pier in
order to clear the path of the swing ferry.64
In March, 1873, the ferry was still in operation; on the 21st of that month, one of
the ferry buoys sank, forcing the steamboat Emory City to temporarily serve as the
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ferryboat. At this time, a new steam ferry was under construction by Beason and Coker at
the Ross's Landing shipyard, and Laird and Wright of the Lookout Machine Works were
fitting the paddle shaft and rebuilt engines to the hull.65
The steam ferry began its operations in the summer of 1873, but evidently did not
replace the older raft: the swing ferry was still in operation in October, 1879.66 Abe
Beason operated the Pine Street ferry, and it was said to be a ferry flat propelled by a muledriven treadmill. George Dugger built a new 65 by 16-foot ferry in the summer of 1880,
and it was launched in September.67
Engineer John Walters of the steam ferry Tellico died in October of 1884 as the
result of burns sustained from a bursting pipe on the ferry's steam engine. The Tellico was
something of a hard-luck boat. The small boat was 75 feet long and 16 feet wide, and built
in 1880 as a tow-boat for Reynolds, Huling and Company to haul stone barges.68 S. J. A
Frazier bought the Tellico in the fall of 1883 and began its conversion to a ferry. It was put
in service on the Market Street run.69 The Tellico was on an upriver run in June of 1884
when it struck a snag and sank near Soddy.7° It was evidently raised in time to kill
engineer Walters four months later.
High winds and rapidly dropping stream levels caught both river ferries in January,
1886, and resulted in the Tellico being capsized and sunk and the M. V. Reid, owned by
George Dugger, was saved from harm only with difficulty.71 An attempt to raise the
Tellico failed, and it was eventually broken up and the machinery salvaged.72 In service at
the landing in 1886 was the lower ferry, the M. V. Reid and the newer upper ferry, the
Sallie Frazier.73 The trips across the stream took three to four minutes.
The steam ferry Myra made its appearance in 1886.74 The Myra was originally
built as a river trader to take the place of the larger Throop when water levels were too low
for that vessel to make the Chattanooga - Decatur run.75 Early in December, 1885, the
Northside Land and Steam Ferry Company was formed by G. H. Jarnagin, H. C. Beck,
R. M. Barton, Jr., G. W. Thompson, and C. E. Stivers. The company, which owned real
estate on the north shore, secured wharf privileges for a steam ferry to run from the foot of
Market.76 S. J. A. Frazier was elected its president.77 The company made inquiries about
building or purchasing a steam ferry, and finally decided on the riverboat Myra. The Myra
was refitted for ferry service in February, 1886; her boiler was moved aft to make more
space for accommodations, and she was to make the transit of the stream in two minutes.78
Both steam ferry landings were equipped with floats on either shore of the river.
This floats were embarkation platforms anchored to the shoreline, and passengers waited
on these structures for the steam ferry to arrive. The operating hours of both the upper and
lower steam ferries was from 4 am to 10 pm. The old swing ferry had evidently
disappeared by 1886; in the January storm of 1886, mentioned above, there was no
mention of the swing ferry filling in for the sunken Tellico.
Fishing on the Tennessee
Commerce and industry had their place on the banks of the Tennessee River, but
the stream and its tributaries were also a source of food and recreation. Several organized
fishing clubs existed in the 1880s, among them the Pin Hook, McRea, Red Worm, and
Emory River Fishing Clubs. While fishing locally, the most popular activities of the clubs
were fishing expeditions to adjoining areas of East Tennessee. These junkets were usually
thinly-veiled drinking tours. One club tallied the results of its fishing trip as: 11 fishermen,
7 bass, 1 cat, 1 waterdog, 5 snags and 115 libations. The Red Worm club, with Mayor
John A. Hart at its head, was structured thus; a Committee on Transportation, a Committee
on Worms, and a Committee on Fire-water and Lights.79
Fresh fish was constantly available for consumption. Favored spots for anglers
were the mouths of the principal creeks feeding the river: North and South Chickamauga
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Creek, Chattanooga Creek, and Lookout Creek. The Times in 1878 reported the river's
abundance:
Never have we seen, in any market, fresh from river or locke [sic], so
large a quantity of so fine a lot of fish as was on sale in Chattanooga
last evening. The street was lined, almost, with poles heavily burdened
with cat, drum and other fresh fish from the Tennessee river. One man,
Mr. M. V. Bell, who keeps a boat in the mouth of the Chicamauga
[sic], had in one lot about four hundred fish, the weight of which must
have been not less than 500 pounds. He sold them at five cents per
pound. Mr. H. Goodman purchased two, the largest of which weighed
76, and another 48 pounds. It appears as if indeed the fish in our river
would supply the city and country amply for all its meats.°

The commercial and recreational value of fishing in the Tennessee River was
guarded by the state and federal governments. In 1882, the General Assembly of the state
enacted a law against the use of nets, explosives, and poisons in fishing, and passed
sanctions against disturbing the spawning of any species of fish.81 The United States Fish
Commission stocked the river with game fish. In one instance, 425,000 shad hatchlings
were released in informal ceremonies at the foot of Market Street in May, 1882.82
Chattanooga's Waterfront Industries
After the Civil War, the lumber industry of Chattanooga began to change from a
locally-oriented industry to a regionally-significant sawing and planing locality. After
1875, the growth of the lumber trade was demonstrable and was competing in economic
importance with the local iron industries. The presence of the railroads at Chattanooga
guaranteed access to major markets, but it was the river that was the avenue to profitability
- the cost of floating logs down the Tennessee was very low, and the principal tributaries of
that stream drained the vast forests of East Tennessee, Virginia, and North Carolina.
Pine, oak, ash, hickory, maple, birch, walnut, cherry, poplar, gum, cedar, and
chestnut were the most commercial types of timber cut. Gathered in the headwaters of the
Holston, Clinch, and Powell rivers, the logs were gathered together and fastened into rafts
for manageability. Rafts were made up of from 100 to 150 logs measuring 12 to 16 feet in
length. The raftsmen lived on the log rafts, constructing crude lean-tos for shelter and
hearths for cooking. The hearths were boxes about six feet square rested on the surface of
the logs. Straw and then earth filled the box, which would then support a fire. A crew of
about eight men handled such a raft, which was crudely steered with large oars mounted
fore and aft.83
The downstream transport of the rafts depended on the vicissitudes of the river, and
high water was as undesirable as low water; flood waters tended to break up and disperse
the logs. Logs were usually dispatched on the receding crests of more moderate rises
known as logging tides. After delivery to the sawmill, raftsmen were paid in cash for the
logs and took liberty in the big city where they presented a quaint picture.
Sawmills were typically situated along the banks of the river where the log rafts
arrived. The logs were corralled within floating log booms connected with heavy rope and
staked to the shoreline. As needed, the rafts were disassembled and individual logs were
fed onto inclined ramps leading up the riverbank. Winches and conveyor belt mechanisms
carried the logs up the ramps to the mill where the logs were placed on the sawmill
carriages. Giant circular saws, sometimes cutting in pairs, sawed the logs down into the
desired sizes, and the lumber was then graded and stacked into piles for drying. Later, the
seasoned lumber was transported to the planing mill for final dressing and sizing.
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Sawmill statistics from the period 1879 to 1883 documented the steady growth of
the local industry; eight million board feet of lumber was cut in 1879, and by 1883, thirteen
million feet was produced.84 In 1885, mills in the city of Chattanooga were cutting
something between 14 and 20 million feet of logs per year, and nearby sawmills were
cutting perhaps 100 million feet of logs.85 A sizeable portion of the local sawmill trade
was marketed out of Chattanooga.
The earliest, the largest, and the most long-lived of the wood-processing plants was
started by J. F. Loomis and F. J. Bennett at Ross's landing just after the Civil War.
Loomis, a Union veteran, arrived in Chattanooga in 1865, and soon joined Bennett in the
sawmill business.86 The sawmill, powered by a portable steam engine, was located at the
northeast corner of Cameron Hill on the riverbank. This first sawmill was lost in the 1867
flood. Loomis and Bennett rebuilt the sawmill and continued with the growing trade in
lumber. The flood of 1875 carried away most of the plant and its valuable supply of logs,
but the firm immediately began reconstruction.
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JOHN A. HART

LOOMPR

LOOMIS & HART,
MANUFACTURERS AND DEALERS PI

Poplar, Pine, Oak, Ash and Walnut Luthber,
Laths, Shingles and Cedar Posts,
Ceiling, Flooring, Weatherboarding, and all kinds of Dressed Limber.

A Large Stock on hand at Lower Prices than any other Manufacturers in the United States.
Oar entaloguem and Price Liosta fornlmlied Free on appllmtlon.-Se

Mill and Office on River, below foot or Market Street, Chattano3,a, Tenn.
mh30 dAwly

-- Figure 18. A Loomis and Hart advertisement from the Chattanooga Daily Times,
March 31, 1883. The sawmill and furniture manufacturing plant dominated the
waterfront downstream from Pine Street.

Bennett retired from the firm in February, 1876, and John A. Hart joined the
growing concern. The plant employed, in 1876, about thirty workmen and several wagon
teams.87 Loomis, Hart and Company, as the firm was known, began producing furniture,

52

■

■
■

and the trade began to steadily grow. To facilitate the production of presses and bedsteads,
a new three-story building was erected on Front street in July, 1882.88 Industry statistics
of 1884 indicate that Loomis and Hart employed 150 hands at the plant, had $125,000
invested, and produced $150,000 annually in goods. This was one of the ten largest firms
in the city at that time in terms of capital investment, and the fifth largest employer.89 To
help protect this investment, the company helped to organize a waterfront fire brigade.
Loomis and Hart's Fire Company, as it was officially designated, was housed in a frame
building erected with donated materials at the corner of Market and Front streets.90
By 1885, the Loomis and Hart product line included rough and dressed lumber,
sashes, doors and blinds, and a line of furniture including bedsteads, wardrobes,
washstands, and tables.91 Their wares were displayed and sold in a downtown store in the
Montague block on Market at 115-117 West Eighth leased in October, 1884.92 These
warerooms were run by A. G. Stivers, and partner J. T. Arnold was in charge of furniture
finishing rooms on Market and Third streets (237-239 Market). Down by the river, on the
fifteen-acre plant site, the planing mill was managed by W. R. Stivers, and Warren and
Owen Snow ran the sawmill. The offices were managed by Carl Rowden and George
Peckinpaugh. Head salesman A. H. Marston was in charge of marketing the firm's
products throughout the Southeast.
A. J. Gahagan, overall manager of the plant, contemplated further enlargements in
production in the summer of 1885.93 Production was already being pushed; working
hours had been extended from 10 to 12 hours daily.94 Loomis and Hart added steam
feeders at their sawmill in November, 1885, further speeding up production. Now, one
man could operate the log cutting operation, the need for manually turning logs with cant
hooks having been eliminated.95
In March, 1888, the Loomis and Hart Manufacturing Company began construction
of a new finishing factory at the furniture plant. The structure rested on a stone foundation
laid by contractor J. Troutt and its three-story height was finished in brick. The structure
measured 60 by 250 feet.96
Loomis and Hart were flanked on either side by other sawmilling operations.
Waters and Company opened a steam-powered saw mill on the northwest flank of
Cameron Hill in 1876. The plant received logs not only from the river, but from two local
railroads. By extending the train tracks north from the Roane Iron Company's rolling mill,
logs were unloaded from flatcars directly into the sawmill works, and similarly, finished
lumber was easily loaded for shipment. The plant employed some 25 persons and
produced building, fence and bridge timbers.97
Many sawmills were operated independently of planing mills, and were often leased
to those enterprises. S. M. Winchester and Company built a sawmill "under the bluff' on
the east side of Market Street in 1873. Z. T. Treece took over this sawmill in 1880 and
rebuilt the structure.98 In 1882, Treece was evidently running the mill in connection with
the planing mill of Hughes and Marquet, and could cut 25,000 feet of lumber a day.99 A
man named Gilmore was associated with Treece in 1883.100
G. B. Woodworth and Company leased Treece's sawmill during 1884, but in the
following year transferred their operation to Winchester's sawmill at the foot of Market.101
Woodworth and Winchester were together operating a sawmill at the foot of Market Street
in 1882.102 Winchester was operating a sawmill in 1883 at the southwest corner of Market
and Water. Treece, who had been operating his sawmill on land leased from John Burke,
sold his sawmill to Taylor and Crate of Buffalo, New York, in November, 1885.103
Late in January, 1887, G. B. Woodworth installed Chattanooga's first log bandsaw
at his mill on the river. The blade was 48 feet long, ten inches wide, and passed around an
eight-foot wheel. The log carriage was equipped with Prescott's Steam Feed, and logs
were turned with a steam-powered device instead of the old fashioned hand cant hook.104
While steamboats and sawmills dominated the water's edge at Ross's Landing,
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there were diverse enterprises in the immediate vicinity. J. L. Morrison and D. R. Grafton
operated a brickyard on Lots 8, 10, 12, and 14, Chestnut Street, in the early 1870s. These
lots were on the east side of Chestnut on either side of Second Stseet.105 George Kaylor
operated a steam flouring mill west of Reservoir Hill. The company was organized in 1866
by Daniel Kaylor, and in 1876 employed ten men in the trade of producing flour and corn
mea1.106 Opened in 1876 was the distillery of Harry Kaylor, also west of Reservoir Hill
and near the flour mill. The small plant furnished a largely local market with sour mash
corn and rye whiskey.1°7 The plant was not an immediate success. J. B. Gilkerson took
over the Kaylor flour mill and distillery operation in December, 1879. Two stills were in
operation brewing mash, and made about 100 gallons of rye and corn whiskey daily. o
Gilkerson and Company were allowed to keep hogs at the foot of Cameron Hill, the city
council granting a waiver of the recently-passed law forbidding them to be allowed loose in
the city limits. The hogs were fattened on the discarded rye and corn mash used in the
distilling operation. These unlucky pigs were penned not far from their final destination, a
nearby slaughter house.
Donnelly, Thatcher and Company operated a pork packing plant at the lower end of
Ross's Landing, and in the early 1870s employed over seventy men and women in the
operation. Several hundred pigs were slaughtered weekly, and the sides and hams were
packed in kegs for shipment. Sausage and lard were also produced at the plant. The
facility was situated near the pumping house of the Lookout Water Company.1°9 James A.
Tulless and John H. Rogers opened a pork-packing business on upper Market street in
1879, utilizing the services of the slaughter house near the Loomis and Hart planing
minim
The railroads serving Chattanooga hauled most of the livestock shipped through or
out of the city, but the steamboat trade to isolated farms up and down the river resulted in a
lot of livestock being landed at the wharf. Reflecting this enterprise, Henry M. Bales had a
stockyard at 11 Market Street in 1883. For Bales, this seems to have been a short-term
operation; his usual business was operating a saloon. This was his main business until
1888, when the town directories list him as a trader. In 1890, he was identified as a
contractor and sand dealer.
Grain was landed at the wharf in vast quantities, and one businessman enjoyed hid
proximity to that supply point. Clement Clay Shelton ran a steam flouring mill at the
northeast corner of Market and Second st-eets. Shelton first built a grist mill and carding
machinery in an addition over his store in 1879. The grist mill could grind 150 bushels of
corn a day, and the capacity of the carding machine was 125 pounds of wool a day.ii
Shelton continually upgraded his milling operation, and in 1880 installed "the celebrated
Smith Purifier."112 In 1882, Shelton installed the most advanced flour milling equipment
available at the staggering cost of $20,000. A third story was added to his two-story
building on Market street. The roller-process flouring machinery was made by NorDyke
and Marmon of Indianapolis, and was only the second such installation in any Tennessee
flour mill. Corn was ground on traditional burr stones.113 In 1888, Shelton employed
about 13 hands and produced approximately $100,000 in products.114 By 1890, Shelton
ran the operation day and night with a production capacity of 400 barrels of flour, 1500
bushels of meal, and 40,000 pounds of bran a day. These products were shipped
throughout Georgia and Alabama.115
Another form of enterprise integral with food supply points was the refrigeration
plant. The Lookout Ice Company was organized in 1884 and capitalized at $40,000.
President Samuel Blair and secretary-treasurer T. F. Steward contracted with the Blymer
Manufacturing Company of Cincinnati for ice-making machinery, and in November, 1884,
were looking for a suitable plant site.116 In December, they purchased a lot 50 by 250 feet
at the northeast corner of Market and Front streets from George Moore. This waterfront
location provided a ready source of water for the ice operation.117 Four car loads of
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machinery for the new ice plant at the corner of Front and Market arrived in April, 1885.118
Many ice plants were simply storage facilities for river ice cut in the north during the winter
and shipped south for storage in heavily insulated buildings. Blair and company, however,
froze water by an ammonia distillation process.
Contractor John W. Wells got the job of building the new ice company's facility on
the river.119 The brick structure was 50 by 70 feet, and 40 feet high. The water intake
extended into the river 30 feet past the low water mark, drawing water from a depth of at
least 30 feet. Water was cooled and then passed through charcoal filters before being
chilled in 100 and 200 pound tins by the ammonia coil apparatus. The steam boiler of the
plant was described as having a Murphy self-feeding furnace and smoke consumer.120
The company increased its capital stock to $90,000 in November, 1886, and changed their
name to the Lookout Ice and Cold Storage Company. New buildings were to be erected to
house a new 30-ton ice making machine.121
In 1888, Samuel Blair was president of the concern, D. G. Curtis, vice president,
and Charles W. Biese, secretary and treasurer.122 In January, 1887, the company
announced that they would drill an "artesian" or pipe well in order to secure a satisfactory
water supply for the ice-making operation. The river water was muddy most of the year
and had to be filtered before use.123 The plant used an ammonia gas process to freeze the
water, and had much difficulty in 1887 getting the apparatus to work properly.124 Charles
W. Biese, manager of the plant, in 1890 called a convention of southern ice producers with
the view of establishing an "Ice Manufacturer's Exchange" in order to establish price scales
for the industry. The icemen meet on February 12 and formed the Southern Ice
Exchange.125
A number of other industries were sited along Water Street in the 1870s and 1880s,
and several reflect the numerous iron fabricating industries which dominated the economy
of Chattanooga in the post-war years. Partners J. Friedl and L. Strahle opened a boilermaking and sheet iron fabricating facility on Water Street in 1883. The company later
adopted varying titles, e.g., the Lookout Boiler Works, the Lookout Steam Boiler Works
and the Lookout Boiler and Sheet Iron Works, all situated at 114 Water Street (between
Market and Chestnut streets on the south side of Water). The firm was sold by Leo Strahle
to the firm of Shea and Walsh in 1888 upon the death of partner Friedl.126 Shea and
brother were proprietors of the firm in 1889, but the name of Strahle appears with that of
Shea as proprietors in the 1890 street directory. The firm fabricated numerous boilers for
local industries, and also produced small foundry cupolas for the same.127 About 1891,
the firm moved to a new address, at 202-208 Water Street, or one block west, between
In the summer of 1888, a two-story foundry was erected on
Chestnut and Pine Streets.
Water street. The Emlyn Foundry Company built new facilities on Water Street, and in
October, 1888, poured its first cast. The foundry, under manager Thomas R. Evans,
produced mainly architectural items.128 T. R. Evans was listed as a blacksmith in the 1887
and 1888 directories, and was situated at 206 Water Street. The Emlyn Foundry and
Machine Works appeared at 207-209 Water Street (on the north side of Water Street
between Chestnut and Pine) in the 1889 directory, and is listed there until 1892. This
facility would have been equipped with a foundry cupola, a type of small cast-iron revetted
blast furnace in which pig iron was melted for casting. In 1890, this firm was making
mine cars for the Soddy Coal Company.129
Lumber was not the only building material made on the waterfront at Ross's
Landing. G. Shannon and a partner named Spencer announced in the summer of 1882
their intention to build a brickyard near the foot of Chestnut Street. The alluvial clay on the
riverbank was used in the brick making, and they fired a sample kiln in order to test its
quality.130 Street directories indicate that Shannon and Bye operated a brickyard at the
northwest corner of Water and Pine streets in 1883.
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The waterfront was a popular industrial locality, but not all attempts at utilizing the
area succeeded. In March, 1885, a group of New Orleans investors bought a tract of land
at the end of High, Walnut and Lookout streets from the Boyce estate. A crew was put to
work digging a well for a proposed distillery, and the bluff top was surveyed for home
sites.131 The firm later abandoned the enterprise, giving the reason that Tennessee was
moving toward prohibition and that the enterprise would thus have an uncertain future. A
group of investors later bought the property on the bluff top and appointed S. R. Read
trustee to oversee its development as residential homesites.132 Bluff View was born, and
soon became one of the most fashionable addresses in town.
Some waterfront addresses were less fashionable than others, and even the cleanest
of citizens were sometimes sullied by the revelations of the authorities:
Arrested for Keeping a Nuisance
Jim Culver, who runs a floating bath house at Beeson's Ferry, foot of
Pine street, was arrested yesterday on a warrant charging him with
keeping a nuisance. He was brought before 'Squire Freeman, and
submitting his case, was fined $5 and then released. Had he kept the
doors and windows closed it is said the arrest would not have been
made.133

Madame Alice Cooper, one of Chattanooga's most notorious purveyors of forbidden fruit,
maintained a residence on the west side of Broad at Fourth in the 1880s, and was
constantly in the news of the day as the alleged perpetrator - or victim - of some unseemly
affair. William Pettibone maintained a saloon at 144 Market and later 103 Market Street,
and it was described, in the Chattanooga Street Directory of 1880, as the Cincinnati Lager
Beer Parlor. Cutting and shooting affrays at Pettibone's Saloon near the landing were
common, and the waterfront could be a rough place after dark.
The Lookout Water Company and Reservoir Hill
In 1866, Col. Thomas W. Yardley of Chicago bought the waterworks plant started
by the Federal troops during the war and purchased the charter obtained by Grenville, et
al., in 1856. A new enterprise, the Chattanooga Water Company, was issued a state
charter in March 1868. The incorporators were Yardley, Charles E. Lewis, R. E. McEwen
and Thomas J. Carlile. The new company attempted to revitalize the waterworks plant but
failed.134
In February 1869, a group of local businessmen purchased the waterworks and
reservoir and succeeded in putting into operation the first functional municipal water supply
system. Alfred Malone Johnson bought the works for partners Morris Ketchum of New
York, Charles Owen of Savannah, and George N. Hazlehurst of Macon. In 1870, A. M.
Johnson was made president of the Lookout Water Company, and John W. James was
secretary.135 A pond in the flat-topped hill at the northeast flank of Cameron Hill served as
the water reservoir. The floor of this reservoir was bricked over in 1873.136 Water was
pumped by steam engine from the Tennessee River to the storage pond at an elevation some
175 feet above the low water mark of the river and 130 feet above Market Street. Water
was distributed from this reservoir by gravity-fed iron pipes. In 1876, the company had
twelve miles of pipes and fire plugs distributed about the core of the city.137 The plant of
the waterworks had to be continually upgraded to keep pace with the growing city. Plans
were made to construct a major new water reservoir on the high ground of Fort Wood, and
a tract of land for a new pumping station on Citico Creek was purchased in 1881.138 The
move to this new station was not accomplished for many years, however.
Redundancy was built into the waterworks operation in 1883. The Lookout Water
Company sought to insure a constant water supply by maintaining parallel systems in the
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pumping system. A second duplex Worthington pump with a capacity of 2,300,000
gallons daily was purchased, giving the pump house two main pumps and three smaller
reserve pumps with which to pump water to one of two reservoirs near the river. There
were three supply pipes in the river, two mains to the reservoirs, and three mains to the
city. At full capacity, the plant could pump 7,000,000 gallons daily.139
The performance of the company was frequently indifferent, and the quality of the
water provided left much to be desired; the water intakes were just downstream from the
egress of the Broad Street sewers. When residents of the Hamilton House hotel
complained in January, 1884, that the water supply to the building's faucets had dwindled,
workmen were surprised to find that a perch had been sucked into the water intake and
ended up blocking the house main.14° Negative press articles did little to improve the
image of the Lookout Water Company. One reader noted that the intake pipes for the plant
extended only 40 feet beyond the low water level of the river, and that the town refuse
scavengers frequently deposited their "loads" in the river a short distance upstream. The
pump house engineer, John Lowery, claimed the story was an exaggeration of but a single
instance of dumping by a scavenger, and this individual had been cited in city court for his
actions.141
The Lookout Water Company obtained an injunction against the city in July, 1884,
seeking to restrain them from continuing the Broad Street sewer into the river above their
water intakes. A consulting engineer named Chesbrough, who had designed the sewer
system, was called by the city to provide expert testimony.142 A Board of Health survey
of wells in the city disclosed that 251 of these facilities were in use in the town, in may
cases supplementing household water supplies derived from cisterns and springs. The
Lookout Water Company had an estimated 10,000 customers in the city, meaning that
about 15,000 persons provided their own potable water.143
George N. Hazlehurst was the principal stockholder of the Lookout Water
Company, and when he died in 1886 there were changes afoot in the supply of water to
Chattanooga.144 Local civil engineer Anderson Gillespie and others formed the Mountain
Spring Water Company, and carried out a plan to bring underground water from the
caverns under Lookout Mountain to Chattanooga for drinking water.
The Lookout Water Company, for its part, was continually upgrading its facilities
and extending the water system throughout the town. In December, 1885, the company
hired a hard-hat diver to examine the main water intake in the river north of the pumping
station. The diver found the intake screen broken and obstructed with debris. Diver John
S. Quinn of Detroit presented a novel appearance on the waterfront in the "queerest suit
imaginable." His India rubber suit and glassed metal helmet, with hoses poking out, had
not been seen before in the town.145
By January, 1887, the pipes of the Mountain Spring Water Company had reached
the downtown area of the city. The clear, cold water from the caverns of Lookout
Mountain were a marked improvement over the turbid river water pumped by the Lookout
Water Company. In a surprise move, the American Waterworks and Guarantee Company
of McKeesport, Pennsylvania, purchased both the Lookout and Mountain Spring water
companies.146 When pipes from the two companies were connected, the pressure from the
mountain supply was so strong as to force the river water back into the stream; clear water
filled the reservoir on the flank of Cameron Hill.147
At the first meeting of the consolidated companies in February, the name "City
Water Company" was adopted and president J. S. Kuhn announced several improvements
in the water processing and pumping arrangements. A metal standpipe was to be erected in
Fort Wood, and the Hyatt system of water filters was to be employed. Kuhn also
announced that the company intended to move its pumping station to the mouth of Citico
Creek, and offered to sell the Reservoir Hill to the city as a public park. By September, the
construction of the Citico pumping station was well underway.148
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The new pumping engines and water filters at Citico were undergoing final
adjustments in May, 1888. The reservoir hill had already been staked off as a subdivision.
The old waterworks and pumping house grounds were sold in June to two Iowa capitalists
for a sum of $18,000. The lot included a frontage of 100' on Water Street and 370' on
Pine Street.149
The water company had valuable assets in the form of the old reservoir hill. By the
end of April, the company had surveyed the property into house lots and was placing them
on the market.15° Cedar, Poplar and Fourth streets were extended into the area, which
became known as the City Water Company's Reservoir Hill Addition. The old reservoir
pond was filled and graded, and Cedar and Poplar streets were curved and joined, forming
a circular drive on the north flank of the hill. The new subdivision was marketed largely on
the basis of its elevation, views of the surrounding terrain, and proximity to the core of the
city.151
Merchants and Residents Near the Waterfront
Chattanooga street directories are useful in reconstructing the numbers, variety, and
location of businesses in the waterfront area of the town. In 1883, for example, there were
no listings for businesses fronting on Broad street above Fourth. For one thing, Broad
from Second to the river was nothing more than a gully in that year. Along Market Street,
however, there was a diversity of small businesses. Between the river and Fourth on
Market there were: two barbers; one blacksmith; three produce dealers/commission
merchants; two dealers in grain, feed and hay; nine retail grocers; two dealers in hides, furs
and wool; a grist mill (Shelton's); one restaurant; two shoemakers; a stockyard; an
undertaker; an upholsterer; a wheelwright, and six saloons. Along the Water street
frontage were: two blacksmiths; a boiler maker; a brick manufacturer, and two sawmills,
one of which (Loomis and Hart) engaged in furniture manufacture.
J. W. Vetter and Company was one of the more prominent films on upper Market
Street, situated between Third and Fourth. J. W. Vetter learned the bottling trade in New
Albany, Indiana, and Louisville, Kentucky, and settled in Chattanooga in 1870. Vetter and
Company bottled soda and mineral waters, seltzer water, sarsaparilla, soda pop, and ginger
ale. They also purveyed several varieties of beer, mach-, in Aurora, Illinois and Cincinnati,
Ohio, by the keg and bottle. At another location, the firm maintained an ice house, where
blocks of river ice chilled 400 to 500 kegs of beer.152 The company later moved to a new
location at 822-824 Broad Street.
Conrad Geise and Company - The Chattanooga Brewery
One of the largest concerns sited near the waterfront was the brewery operated by
Conrad Geise and Company. The Chattanooga Brewery occupied the entire block bounded
by Broad, Chestnut, Second and Third streets, and portions of the block to the south.
Construction of the massive beer plant began in the summer of 1888, and when completed
was to cost an estimated $100,000. The structures included a stock house, brew house,
wash house, office, boiler and refrigerating house. Machinery for the plant was made in
Chicago and St. Louis, but construction was let to local companies.153 Contractor John
Troutt laid the foundations for the structure under superintendents Crocker and Smith.154
The superstructure of the stock house was erected by Stone and Stewart.155
By October, 1888, the operations of the brewery were underway. A Times reporter
visited the plant and described the operation:
The malt is made at Council Bluffs, Iowa, in a malt house owned by
the company, having a capacity of 50,000 bushels annually. It is taken
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in on the ground floor, weighed, ground in a hopper and elevated to the
mash tub. Here the hops are added and it is boiled three hours.
From here it is pumped to the finishing cellar in the stockhouse though why the fourth story of a building should be called a cellar is
one of the mysteries of the craft. The steaming hop tea is emptied into
immense pans as large in square feet as a Northside lot, and afterwards
is thrown in numberless jets over a series of horizontal copper tubes
filled with frigid brine.
Thence it goes down one floor into another "cellar," where were twentyeight immense hogsheads, each holding 100 barrels - 400 kegs. Eleven
of these were burned in the recent fire and have not been replaced and the
temperature in this room is 36 degrees . . . Here the yeast is added in
proper proportions and the process of fermentation begins.
In due season the beer goes down another flight into a storage cellar.
Here are a series of immense receptacles fairly rivaling the immense tun
of Heidelberg, and ten days after it goes to the racking room, where it is
put in kegs and is ready for shipment and use.
Each day's brew is kept by itself, and it takes three months to make it
ready for its ultimate use as a thirst quencher. The cooling process
possesses decided interest. The agent used is anhydrous ammonia,
which is pumped by beautiful and expensive machinery into a chamber
where it expands as a gas, and reduces almost to the freezing point
strong brine, which circulated in iron pipes, the outer surface of which
is coated with frost a quarter of an inch thick. Steam is generated by a
battery of steel boilers.156

The water used at the plant was heavily filtered by the brewery prior to use.157
To introduce the city to its most recent commercial addition, the brewery distributed
free samples of its beer to local saloons and eateries on Thanksgiving.158 The beer made
by Conrad Geise and Company was well received in Chattanooga, 'and was considerably
cheaper than brands imported from breweries in Cincinnati.159 By 1890, Geise and
Company had adopted the logo, "Sunny South Brewery," and were marketing a brand of
lager beer known as "Faultless."160 Later, in the same year, Geise and Company sold out
the brewery to a Cincinnati concern.
On August 25, 1890, Conrad Geise and Fred Geise sold their two-thirds interest in
the brewery to George Reif and Adam Wagner for $100,000. Edward Kohn, former
manager of the brewery, retained his one-third interest in the concern, and joined the others
in incorporating the Chattanooga Brewing Company. Reif and Wagner sold their brewing
interests in Cincinnati and announced that they and their families would relocate in
Chattanooga. Additional properties north and south of the block-long brewery were
purchased, and plans for expansion of the facility were made known. On the north end of
the block to the south, a new brewhouse was to be built, including water and rice tanks,
kettles, etc., all of the latest design. An ice plant would be added to the complex as well.
The main entrance to the plant would shift from Chestnut to Broad street. Completing the
turnover, Conrad Geise and family departed Chattanooga for their home in Iowa.161
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Inter-Urban Transport
Public inter-urban transport in Chattanooga began after the Civil War. As with
other rail schemes in town, the streetcar lines began literally or symbolically at the
waterfront at the foot of Market Street.
In 1867, A. A. Peerson, W. M. Wright, and John W. James obtained a charter
from the state to operate a streetcar line down the length of Market Street. The company
was not able to raise the necessary stock subscription and the enterprise dissolved. Local
industrialists Joseph Ruohs and A. M. Johnson were granted a county charter for a
streetcar company in April, 1872, and in the following November, the City of Chattanooga
granted a right-of-way on Market Street to Montgomery, now Main Street. The new
company, styled the Chattanooga and Lookout Street Railroad Company, fell apart after the
city imposed a schedule of pro-rata annual payments on streetcars in April, 1873.162
A. J. Harris of Atlanta, with the backing of V. A. Gaskill and other Chattanoogans,
assumed the charter of the Chattanooga and Lookout Street Railroad and formed the
Chattanooga Street Railroad Company in July, 1874. Capitalized at $25,000, and with a
deadline of October, 1875 to get the line in operation, the new streetcar company began
construction of a line extending along Market Street from the Tennessee River south fifteen
blocks to Montgomery Avenue. A used New York City streetcar twelve feet in length was
the city's first inter-urban vehicle, and the car was first drawn by a pair of horses, later by
mules. The car traveled over a pair of common T-rails. On September 4, 1875, A. J.
Wisdom drove the car for the first time over its short route, under the gaze of most of the
town's 4,000 inhabitants.163

Figure 19. Chattanooga's first inter-urban transport system, circa 1875. The first
streetcar line, using vehicles like this, linked the river and the railyards with track
down Market Street. At the north end of the line on the waterfront, there was a
turntable to reverse the course of the car.
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Two more passenger cars were added to the line, and freight cars were thought to
have been added to facilitate the shipment of freight and commodities from the wharf to the
railyards south of Ninth Street, now M. L. King Boulevard. A. J. Harris is said to have
drunk most of the profits of this first streetcar line, and the operation soon went into the
red. A. J. Wisdom and his partner in their livery and stable business, Lewis Owen, joined
J. C. Stanton and others in purchasing the streetcar line. The partners each had other
interests, and the streetcar line again flagged for want of careful management. In March,
1881, investor J. H. Warner and associates purchased the charter of the Chattanooga Street
Railroad Company and began a revitalization program.164
The roadbeds were regraded and new 45-pound T-rail laid. The line was extended
down what is today Broad Street to a stables complex at what is now 25th street. As part
of the improvements, a turntable at the north end of the line, near the river, was moved to
the southern end of the line. These improvements were completed by September, 1881.
Additional, and much larger cars were added to the line in 1883, and Chattanooga found
itself serviced by a more or less reliable streetcar line.165
Under J. H. Warner's leadership, the Chattanooga Street Railroad Company
expanded the line south to St. Elmo and east toward the National Cemetery. As part of this
expansion program, a tract of ground at the southwest corner of Market and Third streets
was purchased, and in June, 1886, Warner announced that the $15,000 purchase would
house a new stable and car barn.166
New stables for the streetcar line were completed early in 1887. The Chattanooga
Times described the progress in January:
Work on the street car stables on North Market street is being rapidly
pushed and the building is beginning to show that it will be, when
completed, really a great addition to that part of the city. It is of brick
with a high stone basement provided with stalls each of which is
lighted by a window having in front of it a semi-circular brick guard.
The brick work will be trimmed with bands of white oolitic limestone,
and both the main building and smaller rear extension will be well
lighted. The front is simple yet neat and attractive, and as a whole the
structure, although massive, will look well and certainly be thoroughly
adapted to the use for which it is intended.167

The new car barns and stables were completed by May, 1887. A double track system was
laid down Market Street, and the streetcar line expanded west to Central Avenue.168 In this
same year, the line was reincorporated as the City Street Railway.
Competing streetcar lines had been formed in the late 1880s, and in 1889, the first
electric streetcars were introduced by the Chattanooga Electric Street Railroad Company. J.
H. Warner and his company, operating horsecars, sold the line to the electric road in July,
1889, and by January 1, 1891, the two lines were consolidated into the Chattanooga
Electric Railway Company.169
The car barn and stable built in 1887 between Market and Broad south of third still
stands today, and as we shall see in the following chapter, additional car barns and
maintenance shops were added to the complex in the early 1900s.
Municipal Horizons: Parks, Streets, and Sewers
In reading the Chattanooga Daily Times in the 1870s and 1880s, one appreciates
that the town at Ross's Landing was making an earnest attempt to transform itself into a
city. Two major topics of concern were improvements in streets and attention to urban
sanitation. In the development of streets and sewers, the north end of the town was often
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neglected. It was considered principally an industrial quarter, an area where people worked
rather than lived. Municipal improvements such as paved streets and underground sewers
were first built in the downtown commercial district, and only later extended into the
waterfront area of Ross's Landing.
Although of serious concern to merchants, the miserable streets were also a source
of amusement. The ponds in the middle of Market Street were favored targets of humorous
ridicule. Some were large enough to be posted on either side with ferry-boat signs. On
one occasion in 1881, two fishermen set up a trot line across one of the ponds and
commenced running the line. To cap the theatrical event, one of the fishermen produced a
pole and succeeded in landing a fish, to the delight of spectators.17°
Broad Street Reclaimed
The city declared the Broad Street spur of the W&A a nuisance in 1860, but the
railroad obtained an injunction preventing its removal. The Civil War intervened, and the
matter stalled in the courts. The United States Military Railroad completed a rail line to the
river in 1864-65, and in some form, this route survived at least until 1871. In 1867, the
city council again passed a nuisance ordinance condemning the railroad from Ninth Street
to the river. The matter was taken to the Tennessee Supreme Court which decided that the
railroad had failed to develop the right-of-way in the manner specified in the original rightof-way agreement and ordered the tracks torn up.171 The railroad again stalled demolition
of the track.
The city council of 1875-76 repealed the original ordinance granting use of the
street to the railroad and the thoroughfare became known as Broad Street. The railroad
eventually removed its tracks from the street although with considerable resistance.172
Broad Street was the widest of all the city's streets and backed up against the blocks on the
west side of Market, the city's most valuable commercial frontage. Until the city's title to
the land was cleared, and until the railroad tracks were removed, there was little that could
be done to make the street into a commercial asset instead of a liability.
In 1888, the improved portion of Broad Street terminated between Third and Fourth
streets, and the main sewer run down the center of that thoroughfare stopped between
Second and Third Street. An open sewer ran from the latter point to the river, and this was
perceived by the inhabitants of the area as an eyesore, an offense to the nose, and a threat to
health.173 Upper Broad Street was little more than a ravine beyond Second, and the effort
needed to bring it up to an acceptable grade precluded its improvement for many years yet
to come.
The Broad Street Sewer
As Chattanooga grew, the need for a municipal sewer system imposed itself upon
the community and its officials. Urban sanitation movements in the 1880s helped to create
a market for many of Chattanooga's local industries, particularly cast-iron and vitrified clay
soil pipes.
In 1879, Oswald Dietz, city engineer, proposed to construct an open rock-lined
drain down the center of Railroad Street from Ninth Street to Second. The floor of the
open drain would be three feet wide, four feet high, and the upper walls would be sloped
and rip-rapped with stone. At the surface, the drain was to be 27 feet wide. At Second
Street, where the sewer would be 19 feet deep, the drain would "debouch into the gully or
bayou, through which the basin, included between the top of Cameron hill and Walnut
street, is now drained."174
When Dietz presented the sewer plan to the mayor and aldermen of the city, he had
his own reservations about building an open versus closed or vaulted sewer conduit.175
The former city engineer, Robert Hooke, disapproved of the plan which, although cheaper
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than a closed sewer, would accumulate refuse and require constant maintenance. "Besides
being a constant expense - unless it were let degenerate into a nuisance like the present old
quagmire - it would be an unsightly thing, occupying twenty-seven feet of the middle of
what should soon become one of the finest streets in the city."176
The expense of the sewer was something of a stumbling block. The mayor and
aldermen of the town acknowledged that one was needed, but wrestled with just how to
pay for the project. Further, a design had not been adopted, and the matter of cost would
await that decision.177 An expert consultant was brought in, one E. S. Chesbrough of
Chicago. In March, 1880, Chesbrough consulted with city engineer J. P. Bouscaren on
the Railroad avenue sewer, and developed with him a plan for a closed brick-conduit sewer
from Ninth street to the river.178
The total price tag was under $25,000. The sewer could be built in stages, as funds
were available. The initial construction would drain the all-important business and financial
district from Seventh to Ninth streets. The city concluded to build the sewer down to Third
street and began the work immediately. Contractor Donnelly was awarded the contract for
its construction. The trenching began near Third street, at a depth sometimes approaching
18 feet.179
The city passed an ordinance in July 1883 preventing persons from venting or
draining water or "slops" into open city gutters, and underground connections with the
sewers could only be done with the knowledge and consent of the city.180 An additional
ordinance was passed in April, 1886, making it a misdemeanor not to connect with the city
sewer if one was present.181
With the construction of the Broad Street sewer, a great civic undertaking had
begun, and it was felt that the citizens of the town would reap the benefit of this effort
toward improvement in municipal sanitation. Disease theories were in their infancy, but all
acknowledged that human waste had to be gotten out of the city. Consulting engineer
Chesbrough, like his contemporaries in the major cities of the country, adopted the painful
expedient of waste disposal: "The most natural and economical disposal of your sewage is
to empty it into the Tennessee river." This outfall was at the foot of Railroad
Avenue/Broad Street, just three blocks upstream of the water intake pipes of the Lookout
Water Company.
The City of Chattanooga created a new office in February, 1886: City Sanitary
Inspector. J. W. Leigh was appointed to this post, and thereafter the city str.:-.ets and public
houses were constantly scrutinized for violations of the sanitary codes of the town.182
Early Proposals for Public Parks
The Tennessee River was always the heart of the community, spiritually as well as
economically. Several early proposals for public parks centered on the waterfront, but for
one reason or another, they failed to materialize. The wide avenue of Broad Street was also
looked upon as a possible park facility, but when trees were planted along the thoroughfare
in 1884, the appreciation was not universal:
The movement to lay off Broad street as a Park was looked upon as a
joke until recently when rows of trees were planted in the centre of the
street. It is said that this is ornamental. So is a Dude. No one ever
said that a Dude was useful, and no one has yet said that this Park
business will be useful. Property holders are beginning to look to side
streets to build for increasing population, and business is uncertain and
yet unsettled in its growth. Can property owners on Broad street permit
their property to be converted from business to park purposes? No city
can show four story business houses fronting a park. Broad street is
none too wide for the business that will be done on it in a few
years.1 83
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The writer of this commentary expressed the opinion that four-story commercial
establishments were a better use of Broad Street frontage than a park, perhaps not realizing
that both functions might well have coexisted.
The Flood of 1886
Barely eleven years had passed after the disastrous flood of 1875 when the town
suffered the third highest recorded flood stage of the Tennessee River. In the first days of
April, 1886, the city was once again inundated by backwater from the swollen river. A
large storm system moved north out of the Gulf of Mexico in the last week of March,
1886, and began drenching the Southeast with torrential rains. Telegraphic reports to the
U. S. Signal Service observer at Chattanooga made it clear another major flood was on its
way.
On March 31, the water levels began creeping up on the river gauge at the foot of
Market street, and by mid-day on April 3, the Tennessee stood at 52.18 feet above its low
water stage.
On Thursday the 1st, the river front, at the foot of Market and Chestnut
streets, presented an animated appearance. The water's edge was lined
with loaded barges from Winchester's mill to the Water Works pumps,
and as the water gradually rose the bargemen drew their boats further in
by attaching their ropes to curb-stones, telegraph poles, etc. There were
from twenty to thirty barges all loaded with corn, and there was scarcely
landing room for steamboats, especially late in the afternoon, the ferry's
float being inaccessible on account of the barges that hugged the banks
with the greatest pertinacity.184

An estimated one-third of the incorporated town was underwater, and thousands were
homeless.
Near the peak of the flood, a Times reporter climbed Cameron Hill and surveyed
the waterfront for damage. The log booms at Loomis and Hart had held, and the millions
of board feet oc cut lumber standing in stacks were still in place. Only the roof of the
sawmill stood out of water, and only one floor and the roof of the three-story planing mill
could be seen. The pump house of the Lookout Water Company was partially submerged,
and the grain warehouse at the wharf presented only its roof. Water came to the foot of the
Lookout Ice and Cold Storage Company factory, but did not inundate the structure. Flood
waters extended over First Street almost to Second.
After the flood waters receded, local residents and industries extricated themselves
from the mud. Two deaths were immediately attributed to the flooding, but despite the
severity of the event, the economic impact was not great. The operation of the railroads
had ground to a halt, isolating the town and causing some financial loss to the roads. The
sawmills lost logs, and their equipment had to be carefully cleaned before resuming
operation. Household goods were spoiled, paint and plaster ruined. The loss to the
community was guessed as being in the neighborhood of $100,000.
Once again, the construction of flood levees was widely discussed. In one
proposal, Col. Barlow, an engineer supervising Tennessee River improvements, suggested
the construction of two flood levees, one of them running along Water Street from the base
of Cameron Hill east to the foot of Market Street. Raising Water Street a mere 20 feet, Col.
Barlow insisted, would protect the central business district from a flood of 60 feet above
low water mark.185 Unfortunately, such a levee would have obliterated the usefulness of
the city's most valuable wharfage.
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As if to compensate for the sullying of its streets by river mud, the city of
Chattanooga was made the recipient of a small present at the end of April. Lithographer H.
Wellge, of the Milwaukee firm, Norris, Wellge and Company, completed a 19 by 20 inch
India ink rendering of the city from a bird's eye point of view. Facing southwest, the view
embraced the heart of the city from Citico Creek to Cameron Hill, all framed by Lookout
Mountain in the background. The response to the piece was enthusiastic.186
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Figure 20. Norris, Wellge and Company's 1886 View of Chattanooga. The extent of
industrialization along the waterfront in the 1880s is evident in this view. Sawmills
dotted the riverbank, and the Belt Railroad extended along Water Street to the edge of
Market. The brick reservoirs atop Reservoir Hill are visible, overlooking the Loomis
and Hart sawmill and furniture plant.
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Chapter 5
Bridges to the Future
Construction of the Walnut and Market Street Bridges,
1889-1917

Two structures frame the next historical period in the evolution of the Chattanooga
waterfront at Ross's Landing, and both are bridges. Construction of the Walnut Street
bridge in 1889 -1891 and the Market Street bridge in 1914 - 1917 bracket a period in the
city's history in which the character of the riverfront changed forever. The bridges were
clear evidence of the expansion of Chattanooga beyond its river boundaries. Most of
Hamilton County lay on the right bank or north shore of the Tennessee River, isolated from
the rail terminals on the opposite bank. The ferries at Ross's Landing were in constant
motion, but they traveled over a body of water which, as we saw in the last chapter, could
be treacherous. The crude timber bridge built by the U. S. Army in 1865 had not lasted
long, but its shadow on the water was persistent. At times of low water, a pile of ballast
stone from one of its piers could be seen poking out of the river near the north shore,
reminding the residents of the town of their former bridge.
In the quarter century between bridge openings, there were more changes on the
waterfront at Ross's Landing. Tennessee was taking measured steps toward curtailing the
consumption and production of alcoholic beverages. This was a serious threat to several
large business in the upper end of town as well as to numerous small taverns in the landing
district. The largest of these firms survived by diversifying. Others simply closed their
doors.
The river trade was changing too, and not for the better, at least in terms of the
volume of business at the wharf. The waters of Ross's Landing were seeing an increasing
number of exotic vessels designed solely for pleasure. Some of these new craft even flew
over the water; the age of the airplane had arrived. The river itself changed in the time
between the bridges. In 1913, the Tennessee River at Ross's Landing became a lake.
Thereafter, navigation on its surface would be forever altered.
The Walnut Street Bridge
County authorities seriously contemplated the erection of a bridge over the
Tennessee River as early as 1879. In January, 1883, the county court appointed a
committee to supervise the sounding of the river bottom off Market Street as the first step in
a bridge feasibility program. This first committee was unsuccessful, and in January, 1884,
a new committee was selected.1
Major W. S. Whinery was brought in as a consulting engineer to perform the river
soundings, and in October of 1884 he made a favorable report for a Market Street bridge.2
The bridge design discussed at that time was a low iron bridge with a draw span. Nothing
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came of this early initiative. In the meantime, a bill to the state legislature authorizing the
construction was drafted.3 Construction of any bridge over the navigable stream was now
in the province of the Federal Government. Several river bridges had been erected on the
upper Tennessee, and many were serious impediments to steamboat navigation.4 Any new
construction would meet with careful scrutiny.
Actual construction of the first river bridge was the by-product of a speculative real
estate frenzy in 1886-1887. In January, 1887, in the midst of Chattanooga's real estate
boom, the announcement was made that a Tennessee River bridge would be built at the foot
of Market street and open pedestrian and wagon traffic north to Hill City. The Ohio Bridge
Company was reported to have subscribed $50,000, and John. A. Hart, of the Third
National Bank and Northside Land Company, $7,500 toward the estimated $200,000 final
cost.5 Immediately, the price of real estate in the northern section of Market Street rose.6
The Chattanooga Bridge Company was formed to raise the necessary capital for the
construction project. George L. Moar was president; vice-president was I. B. Merrian;
secretary, R. M. Barton; and treasurer, Charles E. Stivers.7 The company announced in
September, 1887, that the bridge would be completed one year from August 28, an overlyoptimistic appraisal in the light of subsequent events.8 The siting and construction details
were being completed on the estimated 2,490-foot span originating at Market and First
Streets.9 The bridge company seemed intent on beginning construction prior to federal and
city authorizations despite notes of caution being sounded.1°
Undeterred, the bridge company hired engineer J. A. Farleigh to make soundings
of the river bottom to determine river currents and the best location of the main channel
spans.11 In October, the county court granted permission to the Chattanooga Bridge
Company to build the Market street bridge, with several stipulations and concessions. The
matter of collecting tolls was not mentioned in the ordinance.12 Since the bridge would be
a private construction project, there was no competitive bidding on the structure.
The president of the Decatur Bridge Company, F. H. Curtis, announced that the
bridge piers and trestle work would be of iron. Local pig iron would be purchased and
sent to the company's foundries in Decatur for casting and forging.13 Curtis gave the
impression that construction of the cofferdams for the bridge piers was to begin
immediately.
In March, 1888, Curtis reported that he was awaiting approval of Congress to
begin construction on the Market Street bridge. Capt. J. A. Frazier and R. M. Barton, Jr.,
of the Chattanooga Bridge Company were dispatched to Decatur to quiz the bridge builders
further on what was perceived as an unnecessary delay in starting construction.14 Curtis
responded by indicating that the Decatur Bridge Company would build the bridge for the
agreed sum of $200,000, swallowing an estimated overrun of $12,300, if the Chattanooga
Bridge Company would extend their time limit on the construction and raise at least
$50,000 in cash.15
The Congress had passed the bill granting permission to erect the structure with a
southern terminus "at some point between the west line of Market street and the east line of
Georgia Avenue."16 Officials of the Chattanooga Bridge Company perceived that the
Decatur Bridge Company was balking at living up to the contract they had been let, and
were not surprised to learn in May that the company had abandoned the project. Curtis,
president of the Decatur company, resigned, as did the president of the Chattanooga
company, Judge Moar. There was a flurry of activity to revitalize the project which still
enjoyed considerable local support.17
Architect Edwin Thatcher was employed to prepare a new bridge design,
conforming with the congressional specifications for length and height of channel spans,
etc., as well as meeting the locational requirements.18 W. H. Converse, a local bridge
contractor, went north to try to secure a contract for the bridge construction, but met with
no success. At the root of the problem was the failure to subscribe at least $100,000 in
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funds. Until this minimum capital was raised, or at least committed on paper, no bridge
would be forthcoming.19
The Chattanooga Bridge Company presented new proposals to the county court in
January, 1889, and a committee was appointed to review the provisions outlined. At the
heart of it was that the bridge company asked the county for $200,000 in bonds to fund the
construction, matching a similar amount raised as company stock. The structure would be
a toll bridge, owned by the county, but operated by the bridge company. A streetcar line
would also be carried over the bridge. Following a favorable committee report, the court
adopted the proposed contract.20 Several significant changes were made in subsequent
months. The bridge would be a free public bridge, and it would be moved to a landing on
Walnut Street. This route would eliminate the necessity for any type of drawbridge and put
the high fixed span well above the navigable channel of the river.
In July, 1889, the county court sat in session, Judge Hugh Whiteside presiding,
and heard the report of the bridge committee lead by A. J. Gahagan. Gahagan presented to
the court the summary prepared by Chief Engineer Edwin Thatcher on the bids submitted
for construction of the bridge piers, superstructure, and viaduct. Thatcher recommended
that construction of the piers or substructure go to the local firm Neely, Smith and
Company, the superstructure to the Smith Bridge Company, the hand-railing contract to the
Manly Manufacturing Company of Dalton, Georgia.
The bridge committee adopted Thatcher's recommendations. The Chattanooga
Bridge Company conveyed its charter and rights-of-way to the county, clearing the legal
obstructions to the project. The court proposed to order that the bridge be built and that
$200,000 in county bonds be issued for construction. The contract for the substructure
was to be let to Neely, Smith and Company for the price of $96,197.50, and the
superstructure contract to the Smith Bridge Company on their bid of $122,361.16.
The court resumed on July 2 and voted 34 to 7 to adopt the recommendations of the
bridge committee.21 On July 10, the contracts were signed with Neely, Smith and
Company and the Smith Bridge Company, and both firms posted $25,000 performance
bonds. The substructure of the bridge, consisting of six piers, was to be completed by
July 1, 1890, and the steel superstructure, by September 1. Edwin Thatcher of Decatur
was designated chief engineer, and E. E. Betts of Chattanooga as the construction
supervisor.22
Within a few days, Col. J. B. Neely had begun construction of the wooden
cofferdams within which the river piers would be constructed. One of the cofferdams
enclosed an area 68' by 42', and would have to be at least 20' high. Soundings in one pier
location indicated eight feet of water over 12' of sediments before bedrock was reached.
All work would have to wait on the river and its own pulse.23 At the end of July the
engineers which would represent the city were selected. City Engineer J. A. Farleigh was
appointed local engineer with overall charge of the bridge construction, assisted by E. E.
Betts. S. C. Brick was appointed masonry inspector, and J. H. Bragg, quarry inspector.
The first pier, No. 5, near the north bank of the river, was scheduled for construction first,
being in the lowest water.24
By the end of August, the on-site construction began. First, hydraulic pumps were
used to excavate the sand and gravel from the floor of the river:
Work has actually commenced on the bridge: the centrifugal pump of
Kavenagh Bros. went to work yesterday excavating for pier number 5.
This pump is something new in this part of the country, although a
great many of them are used in other places. An eight-inch pipe, with a
bell fifteen inches in diameter at the lower end, with a water jet below,
is placed in the river and works with a rotary motion. Three small
streams of water are forced through, which gives it a tremendous force,
and the pump constantly takes up sand, gravel and water, throwing it
out very rapidly and with great force.25
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Once bedrock had been reached, the wooden cofferdam was sunk down into the hollow on
the river floor and the water pumped out. A pumping boat was moored to the cofferdam
and began to evacuate the water. Once cleaned and drained down to bedrock, the
construction of the masonry pier could begin. This was the construction procedure on all
the river piers.
One of the center piers of the bridge proved to be troublesome. The available
pumps were of insufficient strength to completely drain the caisson. As a consequence, the
riverbed turned to quicksand. Before the first tier of stone could be laid, the limestone
ledge would have to be completely drained in order for mortar to properly set. Neely
obtained permission from Fire Chief Whiteside to dispatch Engine No. 1 to the bridge site
to aid in the pumping of the caisson.
Early one morning, the engine was placed on a barge and hauled by steamer to the
pier site where the fire engine's powerful pump accomplished the task of evacuating the
caisson. The engines team of horses was kept on the nearby riverbank in case of a fire in
town, and a steamer remained tied to the barge in order to expedite any emergency move.26
After two days labor, the fire engine returned to Fire Hall No. 3, and the masonry of Pier
No. 3 was on its way toward the water level.27
By the end of June, 1890, four of the six bridge piers had been completed, the
north approach to the bridge was done, and on the northern half of the structure the erection
of the iron trusses had begun. Massive timber frameworks were needed for this erection
operation. The cofferdam for Pier No. 2 was being pumped and the troublesome Pier No.
3 was 20 feet above water leve1.28
There were still obstacles remaining. At the end of July, workmen were engaged in
raising the timber falsework between piers 4 and 5. A timber trestle or bent broke while
being raised and fell onto a barge below. As the timbers cracked, the alarm was sounded,
and steamboat whistles joined the cries of workmen in the alert. Most of the nearby
workmen jumped into the river before the timber crashed down upon the deck of the
attending barge. Workmen George Hosmer and Alfred Reynolds were severely injured,
but Sam Gifford disappeared into the muddy waters and drowned.29 A few days later, a
barge broke loose in the current and knocked down the remaining eight bents, fortunately,
without injuring anyone. The falsework had to be rebuilt from scratch.3°
Contractor Trout constructed the southern-most pier, No. 1, on the bank of the
river, and was hindered somewhat by high water. Toward the end of October, 1890,
Neely, Smith and Company completed their obligations on the construction of the bridge
piers, and began moving their equipment to Bridgeport, Alabama.31 The superstructure
was nearly done.
As the county bridge neared completion, the river crossing began to change. Early
in February, the steam ferry M. V. Reid, crossing the river from the foot of Pine Street,
ceased operation. Plans to convert the Market Street ferry, the Myra, into a light draft
towboat were also announced.32 The Myra's master, John Ferguson, later opened a fruit
and candy stand hear the bridge's south ramp. Light poles were erected along Walnut
Street, and the bridge was lighted with six arc lamps.
The Walnut Street bridge, also known as the county bridge, was dedicated on
February 18, 1891. A procession from downtown ended up on the south bridge approach,
and there are oft-repeated accounts of the speakers, their invocations, salutations, and
congratulations to the community. In February, 1891, Hill City and the county north of the
river were joined in a physical link with the economic and political center of Chattanooga.33
The bridge afforded new views of the city from a new and spectacular vantage
point, and throngs of people crossed the structure for no other reason than pure pleasure.
Steamboat men of the city thought the bridge the safest span on the river, and there were
good reasons to admire this particular structure. The channel spans were 320 feet apart and
high enough to pass under even at the highest stages of water.
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Figure 21. The Landing from Cameron Hill, circa 1905. By the turn of the century, the east slope and summit of Reservoir Hill
had been developed residentially, while the low ground around Market and Broad Streets was commercial and industrial, the largest
plant being the Chattanooga Brewing Company at center right. The expansive Loomis and Hart plant is at lower left. This view
was taken from Boynton Park, the only downtown park in the city. The panorama from this point was spectacular.

Completion of the Walnut Street bridge was considered a worthy accomplishment
for Hamilton County and the City of Chattanooga. The bridge, while requiring constant
maintenance through the years, served the community well. When the Market Street bridge
was under construction twenty five years later, there was some perception that the old
bridge had outlived its usefulness, at least in its location only two blocks east of the newer
structure.
Any structure has its load limits and a finite lifespan while used for its original
purpose, and the Walnut Street Bridge was no exception. Engineer William Dunbar
Jenkins inspected the bridge in the summer of 1911 and declared that the load limits of the
structure had been reached.34 It was apparent that a new, updated structure would have to
be built. The initiative for a new river bridge had started.
Steamboating at the Turn of the Century
Opening of the Muscle Shoals Canal in 1890 was the first major accomplishment in
a half century of Tennessee River improvements, but this facility was not perfectly
designed and built. Many of the larger boats, especially with barges in tow, had difficulty
entering the canal and lock system, and barges frequently had to be ferried through one at a
time. Despite these limitations, the commercial effort after the canal opening was to create
"through" traffic from the upper Tennessee River to the lower section and Mississippi
River ports.
The Tennessee River Transportation Company became the major commercial
shipping company operating from the port of Chattanooga. The steamers in service with
this company included, by 1891, the R. C. Gunter, J. C. Warner, Rockwood, J. H.
Johnson, R. T. Cole, J. R. Hughes, Wyeth City, Pinhook, Dayton, and the wharf boat
Johnson. The company serviced Chattanooga, Bridgeport, Guntersville, Decatur,
Rockwood, Dayton, Kingston, and points up the Hiwassee and Ocoee Rivers. In that year
H. W Lake was president, Louis M. Meyer, vice-president and general manager, and
Theodore V. Meyer, secretary and treasurer.35
In January, 1891, the Tennessee River Transportation Company announced an
agreement with the St. Louis and Tennessee River Packet Company to establish
commercial connections at Riverton or Florence, Alabama, thus providing some throughtrade past Muscle Shoals. As events matured, however, Chattanooga shippers realized that
the Transportation Company's interests were too firmly linked with the Nashville,
Chattanooga, and St. Louis Railroad. The water rates were still too high to pose any real
advantage to Chattanooga merchants.
The Board of Trade committee on shipping rates recommended that a local company
be formed to operate its own steamboat from Chattanooga directly to the port of St. Louis,
through the Muscle Shoals bottleneck. The Tennessee, Ohio and Mississippi River Packet
Company was organized and incorporated in 1891. Locally, it was often referred to as the
Chattanooga Steamboat Company.
The company purchased the steamer Herbert and five barges from the Consolidated
Iron and Coal Company for a price of $7,000. The boat was built in Florence, Alabama,
and had first made its appearance in Chattanooga in February, 1887.36 The Herbert was
said to be the most powerful boat in the Chattanooga region, "a first-class towboat" of 160
tons displacement. The double cut-off, high pressure engines produced 120 horsepower
and could transport two heavy barges through the Suck with ease.37 In use, the boat
would not be burdened with deck cargo, but used as a towboat for barges, a more
economical use of the vehicle.38
In May, 1893, Chattanoogans were surprised to learn that the Chattanooga
Steamboat Company had leased the City of Chattanooga and its three barges to the
Evansville, Paducah and Tennessee River Packet Company for a period of three years,
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during which time the steamer would make at least one trip a week to St. Louis and in
commercial concert with the Evansville company's boats.39 President of the local
company, Chattanooga Times publisher Adolph S. Ochs, noted that the arrangement had
been made because of the inability of the Chattanooga line to meet the demands of the St.
Louis traffic, which had expanded in the previous years.°
The Tennessee River Transportation Company was operating eight boats between
Guntersville, Alabama, and Knoxville, Tennessee, and the value of goods hauled in the
1893-94 season was well in excess of one million dollars.41 The Chattanooga and St.
Louis Steamboat Company, operating the City of Chattanooga, was landing record loads at
their wharf at the foot of Pine street. On one such occasion, the Times described the scene:
"Twenty-five or thirty wagons were on the wharf and a swarm of roustabouts added their
songs to the general din, which was almost deafening. "42
Despite the din on the riverbank, merchants in town perceived the river trade to be
in decline. Knoxville's Three Rivers Packet Company was aggressively competing with
Chattanooga in the regional corn trade.43 In 1897, there was new talk of operating a line of
shallow-draft boats from Chattanooga to Riverton, Alabama. At the same time, the
Chamber of Commerce suggested to the mayor and board of aldermen that the city
purchase the wharf owned by the Tennessee River Transportation Company." This
company and the Chattanooga Packet Company controlled the wharf at Chattanooga, and
independent boats often could not obtain wharf space for unloading, complained
commission merchants. Samuel P. Williams, president of the Tennessee River
Transportation Company, laid plans for a reorganization."
In July, 1897, the Tennessee River Transportation Company, its boats and wharf,
were sold at auction and purchased by the the former owners under S. P. Williams. The
Tennessee River Navigation Company was born. The officers were announced as being
president, Samuel P. Williams; vice-president, E. A. Pierpont; secretary, J. B. Doherty;
treasurer, J. H. Bucholtz; and general manager, Wat C. Wilkey."
Connections by a shallow-draft boat to Riverton were not overlooked. The Henry
Brothers of Guntersville, Alabama, constructed the light-draft boat, Belle of Guntersville,
and put her in the Chattanooga to Riverton trade in the fall of 1899. With connections,
freight could be shipped directly to St. Louis. The boat used the Pine Street wharf at
Chattanooga.47
The steamboats plying the river were changing at the turn of the century. Paddle
steamers were gradually being replaced with screw propellors, and the naptha or gasoline
engine was being refined for marine duty. The large steamboats with passenger
accommodations as well as freight decks retained a place in the river trade, but barges were
carrying the bulk of commodities moved on the river. Small but powerful tow-boats
became the workhorses of the Tennessee.
The first steel-hull steamer built for service on the Tennessee was launched in
October, 1905. The craft, built by the Morris Sherman Manufacturing Company of
Chattanooga, was built for the Chattanooga and Tennessee River Power Company, the
firm building the Hales Bar Lock and Dam. The boat was named the Dorothy K. James for
the grand-daughter of industrialist C. E. James. The 150 horsepower boat could navigate
water as shallow as ten inches." Launched in the following month was the steamer named
the John Ross. The boat was 22 feet wide at the beam, 120 feet long, and with a draft of
about 16 inches. Finished by the Tennessee River Navigation Company at their wharf at
Ross's Landing, the Decatur-built hull was equipped with sixteen passenger cabins, electric
lights, and a powerful electric search light. The boat was completed under the supervision
of veteran master, Capt. W. C. Wilkey.49
To compete with the Tennessee River Navigation Company, another group of
Chattanooga merchants organized their own steamboat company. A charter for the
Chattanooga Packet Company was applied for in May, 1905, by a group of Chattanooga
businessmen lead by C. D. Mitchell, J. A. Patten, J. N. Trigg, C. W. Olson, and T. H.
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Payne. Capitalized at $100,000, the company aimed to develop "through" navigation on
the lower river, that is, conduct cargoes through Muscle Shoals to Mississippi and Ohio
River ports.5° In this respect, the company was continuing the through traffic developed
by the leased steamer Avalon in 1901, and later by the Megiddo, renamed the Chattanooga,
a vessel which operated during the 1903-4 season for its Chattanooga owners. Operations
of the Chattanooga were terminated when the vessel sank near Paducah, causing a
substantial loss to the otherwise profitable operations of the boat. The Chattanooga was
later raised. John A. Patten was elected president of the Chattanooga Packet Company.51
The Chattanooga Packet Company initiated in November, 1905, a move to
purchase the Tennessee River Navigation Company. At the end of January, 1906, the
consolidation of the two firms was accomplished. The officers of both firms were one in
the same. John A. Patten was president; J. N. Trigg, vice-president; C. W. Olson,
secretary-treasurer; and to no one's surprise, Wat Wilkey was selected as the general
manager with day to day operations as his responsibility. Joining the Chattanooga in the
new firm was the Joe Wheeler, N. B. Forrest, John Ross (with the machinery of the old
Gasconade), Sam Davis, and nine barges.52
As part of the consolidation, the wharf at Ross's Landing was purchased by the
city. The Chattanooga, resurrected after her sinking near Paducah in May, 1905,
reappeared at the wharf, looking better than ever. With Capt. Louis D. Pell in charge, the
Chattanooga had been enlarged to its new dimensions of 175 feet long, 33 feet at the beam,
and with a hold five feet deep. The steam engines driving her aft paddlewheel had 12 inch
cylinders with six-foot strokes. Two boilers fitted with six-inch flues provided steam to
the two engines, and she had her own electric power plant to run cabin lights and a
powerful searchlight. The 24 cabins were to be furnished by Chattanooga craftsmen with
Chattanooga goods. An estimated 1,500 to 2,000 visitors arrived a the wharf to view the
splendid new boat.53
River commerce looked booming in March, 1906. The Chattanooga was making
trips downstream to Paducah, Kentucky. The Joe Wheeler was on the Decatur run,
"carrying considerable cattle and hogs on every trip."54 The N. B. Forest mainly hauled
passengers during the winter months, and landed at Kingston upstream. The John Ross
was busy upstream as well, on the Hiwassee or hauling coal barges between Dayton and
the nearby blast furnaces.55
In July, 1906, the Chattanooga Packet Company announced that the steamer
Chattanooga would be leased to the Louisville and Evansville Packet Company during the
low water season on the upper Tennessee. Rather than remaining idle for three or four
months, the boat would be used in the passenger trade on the Ohio River.56 Following the
death of J. A. Patten, C. H. Houston was made president of the Chattanooga Packet
Company and its subsidiary, the Tennessee River Navigation Company. J. N. Trigg
became chairman of the board of directors, and John Stagmaier was made vice-president.57
The officials of the companies looked for new ways and means to improve the operations
of the company.
Now there was fresh competition between the packet and navigation company and
an old rival, the railroads. Both the Nashville, Chattanooga and St. Louis Railway, and the
Belt Railway, were revitalizing their wharfs on the west side of town.58 The N. C. & St.
L. launched the 'river locomotive' C. E. James in June, 1916.59 This powerful tug boat
hauled eight loaded freight cars on a rail-fitted barge from an incline at west Sixth Street to
an incline on the north bank near Williams Island, where the cars were hauled onto the
tracks of the Chattanooga Traction Company.6° This railcar river ferry service was a new
link between the main railyard facilities of Chattanooga and the growing industrial presence
on the right bank of the river in North Chattanooga.

78

• lc

AMU

I

•••

\\*\‘'\\\•
\

\‘Ak•

Figure 22. The steamboat Chattanooga at the wharf, circa 1905. Unlike many of the
larger boats, the Chattanooga had no 'Texas' deck above the main passenger deck; this
cabin was often reserved for the ship's clerks.61

The City Wharf Purchase
In 1897, the specter of the "wharf question" was again raised. Chattanooga
merchants perceived a diminution in the river trade at Chattanooga, and cast about for ways
to improve activity at Ross's Landing. One of this ways was creation of a free wharf,
thereby eliminating the wharfage charged by the Tennessee River Navigation Company.
Knowledgeable sources pointed out that the suits of Stevenson vs. the City of Chattanooga
and Stevenson vs. Bales and Bales had been decided in favor of Stevenson's heirs: the
wharf was private land.62 On the other hand, said City Attorney Cantrell, the city could
establish a wharf at the foot of Pine Street, a street-to-waterfront easement for which the
city still had claim.63 City Engineer Hooke was called upon to map the wharf and study
the feasibility of such a plan.64
The Tennessee River Navigation Company offered to sell its wharf, elevator and
warehouse to the city in September, 1899, in response to a renewed city initiative to create
a public wharf at Pine Street. The company had secured title to the wharf at great
expense.65 Pine Street was only sixty feet wide, and hauling from that point involved
infringing on Loomis and Hart property. Moreover, the grade was extremely
disadvantageous for a wagon approach to the water's edge.66
Although far removed from Ross's Landing, the city wharf on the west side of
town entered into the question of what the city could - or should - do with its shipping
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facilities. When the city proposed to close the municipal wharf at the end of Montgomery
Street (west Ninth) in 1902 for a factory site, the move was strongly opposed. The
opposition, lead by Col. Tomlinson Fort, opposed the plan to alien the wharf frontage, and
noted that including the Cincinnati Southern Railway's adjacent 1,000-foot wharf, the city
had the future benefit of a wharf over 2,000 feet long and furnished with a rail head.67
In November, 1905, stockholders of the Chattanooga Packet Company obtained an
option to buy out the holdings of the Tennessee River Navigation Company, including
steamboats and launches, the wharf real estate at the foot of Market Street, and all
improvements thereon. The packet company then made a proposal to the city: if the city
would buy the wharf property and improvements for $50,000, the packet company would
purchase only the steamers of the TRNC and then lease the wharf property for $2,000 per
annum. This proposal would leave virtually all the steamboats stationed at Chattanooga in
the hands of city merchants, and result in the city owning the wharf proper.68 To be
conveyed was "768 feet of wharf front, extending from the east side of Market street to the
west side of Chestnut street, 280 feet on Water street, between Broad and Chestnut streets,
and 44 feet at the northwest corner of Chestnut and Water streets." The property contained
two grain elevators and a large warehouse.
There was nearly universal consensus among merchants and city officials that this
arrangement would promote the commercial interests of the city. The takeover of the wharf
property would help to ensure that the lowest possible rates were given to Chattanooga
shippers. Further, the $50,000 investment might demonstrate the city's commitment to use
of the river and loosen the federal government's purse strings when it came to the annual
Rivers and Harbors Bill appropriations for improvements to the lower river.69
Landowners on the riverbank east of Market Street joined in the wharf discussion
by proposing that the city purchase additional river frontage between Market and Lookout
Streets. The possibility of extending the city-owned wharf to Lookout Street died, chiefly
due to the poor vehicular access to that area of the riverbank. In the process of
investigating the site, the city officials did recognize that this area was the historical Ross's
Landing and thought that a public wharf there would have been an appropriate
commemoration of the town's beginnings.70
The committee of aldermen appointed to investigate the ramifications of the wharf
purchase made a favorable report to the mayor, board of aldermen, and the city council,
and the mayor, William L. Frierson, publicly endorsed the plan:71 On December 18, the
city council and board of Aldermen voted to accept the proposition of the Chattanooga
Packet Company and the mayor signed the ordinance.72 Few measures of such
importance, and involving so large an expense as $50,000, had ever been executed in so
short a time and with such near unanimity of support from the merchants and general
populace of the town as the city purchase of the wharf.
There were some snags to be worked out of the deal, however. Attorneys for the
packet company discovered some flaws in the chain of title to some portions of the wharf.
The company found flaws in the deeds to a 100 foot strip at the foot of Market Street, and
with a 44 by 136 foot lot at the northwest corner of Chestnut and Water. These problem
areas were eliminated from the wharf purchase and the total price to the city was reduced to
$45,000, including the option to pick up the remaining parcels as their title was cleared.
The city hastily adopted a revised ordinance for the wharf purchase and the measure
passed.73 After more delays while the packet company collected some needed legal
documents, the purchase of the wharf by the city was finally consummated at the end of
January, 1906.74
A fire in April, 1911, consumed the warehouse at the wharf with the loss of large
stores of hay and corn consigned to various merchants in the city, most of whom had no
insurance on the loss.75 The city built a temporary frame warehouse measuring 45 by 120
feet in order to shelter cargoes landed and embarked at the city wharf.76 The temporary
warehouse erected at the wharf was found to be entirely too small for the Tennessee River
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Navigation Company's needs. The lack of space seriously hampered the grain trade,
which required a large area of sheltered storage.77
In March, 1914, there was an effort by the Chamber of Commerce to get the city to
purchase additional public wharfage at the foot of Pine street. The American Water Works
and Guaranty Company owned 100' of frontage, and in anticipation of support, Mayor
Thompson had obtained an option to buy the property at a cost of $10,000. The additional
frontage purchase would extend the municipal wharf to a length of 919' by including the
right-of-way of Pine street itself.78 The city commissioners balked at the purchase,
however, pointing out that river traffic was on the decline and that the city need not buy
additional frontage for which there was little immediate use. The matter was dropped.
Interest in improving the existing wharf did not diminish. In April, 1915, the
Manufacturer's Association and other interested groups proposed that the city commission
pass a $100,000 bond issue for substantial improvements in the city wharf, including a
fireproof warehouse and loading facilities.79 The mayor and commissioners supported the
initiative and instructed the city attorney to draft a bill for the bonds.80 Funds for
improving the wharf were finally raised in 1915.
The wharf improvement project, with a budget of $100,000, commenced with a
study of plans by Mayor Littleton and Commissioner Bass.81 The improvement initiative
floundered however, and the wharf languished. When Market Street was repaved in the
summer of 1915, Commissioner Bass order that the old "Belgian blocks" be saved for
paving the wharf.82 The flood of March, 1917, deposited up to three feet of mud on the
city wharf, rendering it virtually useless. Capt. W. C. Wilkey, manager of the Tennessee
River Navigation Company, the lessee of the wharf, complained: "The Chattanooga wharf
is in worse condition than any common farm landing along the river. It is simply a scandal
that Chattanooga permits this condition to exist, much less continue day after day, month
after month."83
The Government Shipyard
Chattanooga was one of the principal ports used by the Army Corps of Engineers in
their work of keeping the river channels navigable. Boats and equipment of every
description were landed below the Loomis and Hart factory. For example, in the lowwater season of 1906, fourteen government boats arrived, including the steal-Las Long,
McPherson, and Colbert, attended by two dredge boats, several water boats, coal barges,
and equipment scows."
In 1912, the United States Government purchased riverbank land on the north flank
of Cameron Hill for construction of a shipyard. In March, 1914, the first new boat came
off their ways at Ross's Landing. Boat No. 19 was a dormitory boat equipped to house
and feed 75 men. This vessel would accompany the utility boats, dredges and equipment
scows to work sites along the river and provide accommodations for the crews. During
winter months, crews assigned to the upper Tennessee stayed over in Chattanooga or at
Charleston and Calhoun upstream.85 A two story warehouse, 120 feet by 35 feet, and
covered with galvanized iron roof, was built on the site.86
The New River Gauge at the Bluff
The metal river gauge scale at the foot of the stone bluffs east of Market Street had
to be manually read during the 19th century. Inventor Weston M. Fulton, from the
University of Tennessee School of Meteorology, came to Chattanooga in July, 1902, to
install the first automatic river gauge. The device consisted of a float suspended on a line
strung around two pulleys inside a protective cylinder. As water rose in the cylinder, the
float would buoy, tripping electrical connections. These signals were transmitted to a penrecording paper drum gauge at the weather observer's office downtown. Fulton installed
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the device on the downstream side of the third river pier from the south on the Walnut
Street bridge. The device was still considered experimental, and Fulton, who was in
charge of the weather office at Knoxville in addition to his university duties, would observe
its functioning for a year.87
Hales Bar Dam
One of the most significant changes in the character of the river at Ross's Landing
occurred as the result of a structure erected some 35 miles downstream: Hales Bar Lock
and Dam, a structure replaced by TVA's Nickajack Dam in the late 1970s. Only the
powerhouse remains from this early hydro-electric facility, but the long-term effects of its
construction have left the river forever altered.
The river obstacles below Chattanooga were well known, but the success of the
Muscle Shoals Canal and Locks in bridging more severe navigation impediments
encouraged some Chattanoogans to view the Suck with an engineer's eye. Col. Tomlinson
Fort and G. W. Nixon suggested in 1897 building a dam and lock below the gorge,
providing a deep navigable channel past the age-old narrows. This seemed particularly
propitious in view of the mineral wealth present in the heights of the Cumberland Plateau
which the river pierced in this region.88
Congress had passed legislation in April, 1904, consenting to the project, the
design of which had originated with the head of the Chattanooga office of the Army Corps
of Engineers, Major Dan C. Kingman. The river navigation obstacles below Chattanooga
would be drowned out by the construction of the dam which included a lock for navigation
to the lower river. Moreover, the construction would be financed by sale of the electricity
produced by turbine-driven generators. The lock and dam would pay for themselves in the
long run, electricity being a saleable industrial and commercial commodity.
Construction of the lock and dam was begun in 1905 by the Chattanooga and
Tennessee River Power Company, organized by local industrialists Josephus Conn Guild
and Charles E. James, with New York financier, Anthony N. Brady.
The City of
Chattanooga had first option at undertaking the dam construction, but declined due to its
great anticipated cost. By financing the project, the private company had won rights to the
profits from the sale of hydro-electric power. Construction of the dam, powerhouse, lock
and transmission lines consumed eight years and more than $10,000,000.89
The first steamer to pass the lock in a regular upstream passage was the John Ross.
The Chattanooga to Decatur trade had been stopped since 1910 due to the dam
construction. The Tennessee River Navigation Company had contracted with the
Nashville, Chattanooga and St. Louis railroad to deliver its freight to Bridgeport where it
was carried downstream by the John Ross.9°
The impounded waters of the Tennessee River began cresting the top of the dam on
November 1, 1913, transforming the river into a lake that stretched from the dam site to a
point several miles above the city.91 At Ross's Landing, the water level was raised about
six feet. Steamboatmen lamented the transformation of the vibrant river into a "placid
lake:" gone forever were the dangerous transits of the Suck, the Pot, Skillet, Tumbling
Shoals and Dead Man's Eddy, obstacles which had challenged the skills of the old river
pilots. When the steamer James N. Trigg sailed down to the dam from Ross's Landing on
November 2, it traveled over a new body of water.92 Construction of the dam had, in the
estimation of John A. Patten, added two months to the navigation season in the
Chattanooga to Decatur steamboat trade.93 Patten had more than a passing interest in the
event; he was president of the Tennessee River Improvement Association, which convened
its annual meeting at Sheffield, Alabama, the day after the official opening of the dam.94
Electricity from Hales Bar and the previously-completed Ocoee Dam No. 1
provided Chattanooga with first class industrial potentialities, and this fact was lost on no
one. Chattanooga promoted its new status with the nickname, the Dynamo of Dixie. Civic
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pride was at a new high. Nor would the river only be tamed for commerce. Nicholas F.
Brady, son of dam financier Anthony N. Brady, proposed that Chattanooga sponsor an
international motor boat race on the newly-created lake.95 With the calming of the waters
adjacent to the city, there was increased interest in recreational boating.
The raising and stabilizing of water levels at and below Chattanooga had the long
term effect of promoting the creation of new wharf facilities at locations not formerly
suitable for the same. In the long run, the creation of Hales Bar Lake and later its
continuance under TVA as Nickajack Lake had the effect of diminishing the commercial
importance of the Ross' Landing. As private commercial wharfs expanded in numbers
throughout the drainage, the old steamboat landing lost much of its traffic.
River Pleasures and River Thrills
Ross's Landing was commanded on the south by the high ground of Cameron Hill,
Reservoir Hill, and the Bluffs. A natural stage was created for such public spectacles as
Fourth of July fireworks displays, as this 1890 description attests:
People walked, rode in street cars, hired carriages and hacks, in fact, any
way to get there. It is estimated that 4,000 people were on Cameron
Hill, 3,000 more on Bluff View, 6,000 on Reservoir Hill, 6,000 on the
Hill City side, 1,000 in boats and on barges, and at least 8,000
occupying the seats and viewing the scene from the south levee. The
most conservative estimate places the crowd that viewed the fireworks
at 26,000, possibly more. Everyone was there, and everyone went
away delighted.
The fireworks display was from a large barge anchored in the center of
the river immediately north of the Market street wharf. A band on the
barge and one on the south levee of the river furnished delightful music
alternately during the display.96

Steamboats often informally raced up and down the Tennessee though without the
notoriety of the celebrated Mississippi races. One day in May, 1900, the steamers City of
Charleston, bound for the Hiwassee River, and the Joe Wheeler, heading for points further
upriver, departed Ross's Landing, and after passing the Cincinnati Southern railroad bridge
commenced to race. The Charleston was soon called to make a landing, at which point the
Wheeler sailed by, the crew cheering. The Charleston caught up with the Wheeler and
having taken offense at the unfair advantage gained during their landing, proceeded to
crowd the Wheeler into the shore where overhanging tree limbs raked the wheelhouse and
stripped the upper deck of its rails. Soon shots were being exchanged, and several pistols
were emptied before cooler heads prevailed. Steamboat races, and the shooting affrays
they spawned, were kept quiet; government steamboat inspectors were known to take a dim
view of such antics.97
Commercial steamers were sometimes challenged by the smaller launches to races.
In January, 1906, for example, the steamer Joe Wheeler was met downriver by the launch
Tomlinson Fort. The race commenced at the foot of Williams Island, and one hour and
forty minutes later, the launch arrived at the landing only 100 yards ahead of the steamer.98
Canvas canoes, better known today as kayaks, appeared on the river in 1902. The
kayaks were 13 feet long and a scant 28 inches wide, and propelled with double-bladed
paddles. These new boats took their place along side of more conventional steel-hulled
rowing boats owned by the Young Men's Christian Association.99 On Sundays, large and
small boats shared the waters off the landing. 'Launch surfing,' we might call it, was born:
"The most exciting sport is when one of the light launches gets behind a large steamer and
rides the waves which are made by the paddle wheels of the larger craft."100
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The number of private pleasure boats on the river was increasing at the turn of the
century, and the adoption of the gasoline engine helped the process. The Moorefield boat
building works at the foot of Market Street was completing a 50' gasoline launch for the S.
L. Mitchell automobile company in May, 1914. The v-bottomed hull was equipped to
carry 35 passengers and was built purely for sight-seeing purposes.101
At the foot of Walnut Street one could rent an excursion house boat for one dollar
an hour or ten cents for a five mile tour on the river.1°2 The Gladish Brothers' Motor Boat
Garage was also situated at the foot of Walnut Street, and offered the Mullins line of steelhulled rowboats and power launches with 2 and 4 cycle gasoline engines.1°3 In June,
1915, Tom Wilcox Jr.'s racing hydroplane was added to the fleet of speedboats tied up at
the wharf. Wilcox's hydroplane was sixteen feet in length, four feet across the bow, and
powered by a 35 H.P., 3-cylinder Erd racing motor producing 1400 RPM. Builder Carl L.
Moorefield expected the boat to attain the dazzling speed of 28 miles per hour, beating the
next fastest boat, Mitchell's "Studebaker," by more than twelve miles per hour.1°4 The
"Tom Wilcox" was launched at the foot of Chestnut street in modern fashion: the boat was
put on rollers in the rear of a freight truck which backed down the bank of the river until the
vessel floated free. Crowds of spectators watched the speed trials of the new boat, among
them C. T. Jones, owner of the "Calypso", and S. L. Mitchell, owner of the "Belle of the
Bend."
In 1915, there were about fifty "first-class" pleasure boats operated out of
Chattanooga.105 Boat owners interviewed by the Times reporters noted the increasing
interest in the river for boat recreation.106 In addition to boating, other thrills could be had
at the landing, some of them intentional in nature. The Walnut Street bridge made a
wonderful high-diving platform. In March, 1902, Capt. Stanley of the Cincinnati Carnival
Company proposed to leap from the structure on a Sunday afternoon. Several citizens
complained that the act violated the sabbath, and the dive was rescheduled for a weekday.
Five hundred persons attended the jump, which went off without a hitch.107 Use of the
bridge for such unconventional purposes became more difficult through time. Daredevil
Sir Charles Clift proposed to make a spectacular plunge from the Walnut Street bridge in
July, 1915, but was refused permission by the county to do so. Instead, Clift was locked
inside a trunk and thrown into the river from the deck of the steamer Chattanooga tied up at
the foot of Broad Street.1°8
The era between the dedication of the Walnut and Market street bridges was also the
period in which the fantastic new machine, the airplane, appeared on the scene. One of the
first aviators in the Chattanooga area was Johnny Green, and Ross's Landing in
September, 1913, hosted Green and his new float plane. Performing for the 47th annual
reunion of the Grand Army of the Republic, Green launched his pontoon plane from the
foot of Market Street and began to fly a circuit downriver around Cameron Hill. A wire
snapped and plane and pilot plunged into the river. Both survived the mishap and only
slightly worse for wear.109 By January of the following year, Green was "doping" the last
piece of cloth onto a new airship.no
Downtown and River Parks
In 1889, the Broad Street sewer from Third to the river was completed and the city
began the important work of improving streets in the vicinity, many of which were
described as nothing more than ravines.111 The tract of land between Market and Chestnut
Streets, from Second to Third, was marred by gullies and low-lying ponds hemmed in by
higher street grades.
Chattanoogans felt the need for a public park in the downtown area, but were not to
receive much satisfaction on that point. Boynton Park on the northern summit of Cameron
Hill was little more than a portico, although there was entertainment to be had nearby, at the
beer gardens. Echoing an earlier sentiment, one city official proposed in 1902 to turn
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Broad Street into a public park. "Broad street as it stands looks like a mud road in a
deserted village, or a miniature Sahara," said the official, and the wide right-of-way housed
little more than a set of ruts and a buried sanitary sewer.112 The proposal for sidewalks,
benches, and landscaping with trees and ponds fell on deaf ears, and nothing came of the
scheme. But individuals kept dreaming.
Industrialist Charles E. James, president of the Chattanooga Estates Company,
offered to give Chattanooga (now Maclellan) Island to the city if the city would build a
high, level river bridge over the island. Moreover, he would contribute $75,000 toward its
construction. There were conditions, of course. James was in favor of building a lower
river bridge from West Sixth Street, over to land his company owned. James' group
would donate the island to the city if both bridges were built.113 There were, however,
commercially-disinterested advocates of this Chattanooga Island park, enclosing as it
would one channel of the river for recreation boating and bathing. Engineers such as W.
M. Bowron pointed out that the island overflowed at a flood stage of 35 feet, a stage
frequently obtained.114 The city declined to accept James' offer of the island with its
conditions.115
An early proposal for a riverfront park was made in May, 1915, in an anonymous
letter to the Chattanooga Times. The proposal was for a development to be situated
between the City Water Company at the mouth of Citico Creek and the east end of the high
stone bluffs opposite Maclellan Island. The writer noted: "It is a remarkably strange thing
to me that so few people have recognized the value of the banks of the Tennessee river a
few blocks above the business section of the city for public park purposes." The suggested
price tag for the park was in the $2,000,000 dollar ballpark, and the letter drew no
appreciable response.116
Flowers on the Water
Solemn occasions were also observed on the banks of the Tennessee River. It was
the custom in the late 1800s and early 1900s to observe Decoration Day near the end of the
month of May. The dead of the Civil War were remembered with flags on the graves, and
the occasion was observed with patriotic speeches and celebrations. Naval dead from the
Civil War were honored in ceremonies which took place at the foot of Lookout Street in the
shadow of the Walnut Street bridge. The waters of the river were strewn with flowers in
commemoration of those lost at sea in the bitter years of 1861-65.117
People and Industries Near the Waterfront
The Chattanooga waterfront at the turn of the century was primarily an industrial
and commercial locality, but block by block as one went east, west, and south from Ross's
Landing, there was a mixture of small business and residential units. Market Street was
primarily a commercial address along both sides of that thoroughfare. Some improvements
had been made on the street: in 1891, it was finally paved, with asphalt, from Fourth to the
river.118 Tenants often occupied the upper floors of smaller businesses. The residential
pattern reflected the racial segregation of the day. Street directories from 1900 denote the
color of the occupant at a given address, and from this we can discern with considerable
clarity where the color line was drawn.
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Figure 23. The waterfront district of Chattanooga, circa 1889, from the G. M. Hopkins Atlas of the City of Chattanooga,
Tennessee and Vicinity (1889, Philadelphia). The thin, snaking line on the left half of the plat represents the remnant of the
natural ravine all but buried by filling in the 1880s.
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Residents along Market Street to Fourth in 1900 were principally white. Broad
Street from Water to Second was white, and from Third to Fourth, was black. Chestnut
Street, excepting the area adjacent to Fourth Street, was occupied predominantly by black
households. Pine Street was along a transition line, with the east side of the block
occupied mainly by black families, and the west side by white households. The next street
west, Poplar, originated at Third, and was a white street, as was the next street west, Cedar
from Third to Fourth. Cherry Street from First to Second was exclusively white, as was
Walnut from the river to First Street. The foot of Lookout Street, to Second, was
exclusively white.
The Lewis Mission occupied a two-story building at 337 Market, and offered
spiritual as well as material sustenance to less well-to-do residents of the northern part of
town. The black neighborhood centered around Chestnut Street and the east side of Pine
was served by the St. Johns Baptist church at 230 Chestnut Street. Interspersed
throughout the area, but mainly along Market Street, were small boarding houses,
restaurants, and grocers.
The principal businesses in the study area in 1900 were: Loomis and Hart
Manufacturing Company, sawmill and furniture factory, west of Pine on either side of
Water Street; A. R. Perry, steamboat builder, west of Loomis and Hart; the Chattanooga
Brewing Company, occupying the block bounded by Broad, Chestnut, Second and Third;
the Lookout Ice Company, situated on the lot north of First and east of Market; H. L. and
G. H. Bible, sand dealers and contractors, west of Market and north of Water; the Acme
Kitchen Furniture Company warehouse at 101-103 Market; the American Manufacturing
Company at 121-125 Market; Shelton Grain and Feed Company, 136-140 Market (the
northwest corner of Market and Second); the shops of the Chattanooga Electric Railway
Company, 301-305 Market (now the Sportsbarn); the Tennessee River Navigation
Company at 111-113 Water, and Chattanooga Steel Roofing Company foundry, 207 Water
Street.
Among the smaller businesses at the waterfront was the cooperage firm of Philip
Risterholz. Risterholz first established business at 121-125 Market in 1912, but moved to
a 215-221 Water Street address in 1913. The barrel and keg making operation remained on
Water at the northeast corner of Pine until 1918. When the business closed, Risterhnlz was
living nearby on South Boynton Terrace.119
Another of the small businesses in the waterfront district was the Nixon Mining
Drill Company located on the southwest corner of Water and Chestnut Streets. The
company manufactured a patented ratchet mining drill and other equipment for the regions
coal and iron ore miners. The firm, operated by William M. and George W. Nixon, moved
to this location from 326 Market Street in 1912 or 1913.120
J. H. Parham and J. B. Milligan were the principals in the Chattanooga Cotton Felt
Company, an enterprise which originated on the south end of town and latter moved into
the Ross's Landing district in 1905-6. Manufacturing cotton felt and mattresses, the
company came into control of J. M. and C. F. Schwerin and occupied a structure at 114116 Market Street. The company changed hands and became known as the Chattanooga
Mattress Company, with C. C. Moore, George West, and J. F. Johnson acting as
principals.
Chattanooga Brewing Company
In the last decades of the 1800s, the Chattanooga Brewing Company was in its
heyday, and continually expanded its plant and improved the brewing process. With the
turn of the century, however, the movement toward prohibition began to take its effect on
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the company, forcing them to diversify into other product areas and ultimately to abandon a
tremendously expensive plant.
To quench the thirst of visitors to Chattanooga during the 1895 dedication of the
Chickamauga and Chattanooga National Military Park, the Chattanooga Brewery offered
two brands "in wood," that is, in kegs, Liebotschaner and Special Brew, and in bottles,
Magnolia, Liebotschaner, and Family. Their advertisements in the Times included
prominent wood-cuts of the block-long brewery.121 The following year, Imperial Pilsener
Beer had been added to the product line.122

Figure 24. The Chattanooga Brewery, from an advertising imprint in the Chattanooga
Daily Times, 1895. The plant occupied an entire block and portions of adjoining
blocks, and was one of the largest concerns located in the waterfront district of the
town.

Ten freight cars were purchased in Cincinnati and emblazoned with the Chattanooga
Brewery logo.123 Improvements costing $30,000 were made in the summer of 1897 and
resulted in the brewery being one of the most modern in the country. Over two hundred
freightcar loads of bottled beer were dispatched annually. The bottling operation utilized
conveyor systems and automatic bottle washers, automatic fillers and corkers, automated
wiring machines to secure the corks in the bottles, and then a labeling machine to affix the
Reif seal. Over sixty people were employed in just the bottling plant alone.124 Besides the
bottling plant, a new ice house was built, and an addition to the stock house. The Belt Line
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industrial railway extended double tracks from its Water Street line up Broad Street to
enhance the shipping process.125
Legislation restricting the sale of alcoholic beverages began to cut into the
brewery's market. Company officials, who had been contemplating major improvements
to the plant in 1903, were forced to re-evaluate their plans. Despite the bad signs, the
company commenced a $200,000 construction program on a four-story brick storage
building south of the main plant, in the block bounded by Third and Fourth, Broad and
Chestnut. The building was to be 75 feet wide and 175 feet long. With improved handling
equipment, the changes were to increase the output of the plant three times. Some elements
of the proposed scale-up were dropped, however, and it could only be hoped that despite a
reduced marketing area the consumption of the plant's products would continue as
before.126
Charles Reifs Chattanooga Brewing Company was forced to modify its product
line to meet increasingly stringent state and local legislation aimed at reducing, if not
eliminating, the production and consumption of alcoholic beverages. Malt drinks came
under the provisions of the Revenue Act of 1909, putting licensing fees on producers of
near-beers.127 In November, 1913, Reif began shipping to dealers in the state a beverage
with less than 3 percent alcohol, skirting violation of Tennessee statutes.128 The following
year saw further legal battles. The near-beer gambit had not succeeded, and lawyers for the
company were endeavoring to prove that it was not an intoxicant. Hedging their bet, they
stopped production of the product, a German malt product with 2 1/2 percent alcohol
content.129
State Attorney-General Frank M. Thompson filed a nuisance bill against the
Chattanooga Brewing Company in May, 1915, charging that the brewery was violating
state laws. The bill sought to close the plant, and identified it as a public nuisance.1313
Operations of the brewery finally ground to a halt and activity was moved under a different
corporate charter. After 1918, the Chattanooga Brewing Company was not listed in the
city directory. The physical plant of the brewing company was preserved and turned to the
production of non-alcoholic products.
Purity Extract and Tonic Company
Reif and company could read the writing on the wall, and incorporated the Purity
Extract and Tonic Company in 1910. A non-alcoholic product line was developed to tap
the growing cola and softdrink market. The company manufactured several brands of softdrinks, including one called "Poinsetta," described as an "absolutely non-alcoholic malt
tonic nutritive" and an "ideal liquid food." Railcar loads of the beverage were dispatched
from the plant throughout the South.131 One non-alcoholic beverage they produced was
called Sinalco, a mixture of eight different fruit juices. The product was dispensed at
fountains and sold carbonated in bottles.132 Another product introduced by the company
was Orange Whistle, another "pure fruit health drink," aimed specifically at the youth
market.133 Tripure Cola was added to the product line, and sold in distinctive threecornered glass bottles. The price in 1916 was five cents.134
Extract Wool and Merino Company
The Extract Wool and Merino Company was founded in 1901. In 1902, the
president of the company was R. T. Isbester, vice-president was L. W. Llewellyn, and C.
A. Raht was secretary and treasurer. The firm conducted business at 114 Market Street.
By 1903, C. A. Raht was president, L. W. Llewellyn secretary and treasurer, H. S. Hey,
general manager, and D. M. Hey, superintendent. In April, 1903, the company purchased
three adjoining lots on the west side of Market Street for a major expansion of the
operation.135 A massive three-story brick plant was built, and the firm moved to its new
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address in 1904. Shoddy and merino were the products of the firm. F. C. Bitler and C. L.
Dunn later joined the company.
Emlyn Foundry and Machine Works
The Emlyn Foundry and Machine Works, at 207 Water Street, was built in 1889 by
T. R. Evans. The facility lay vacant from 1893 to 1897, when a foundry pattern maker, H.
A. Starr, took over tenancy. In 1899, the street directories list Kuhn's Iron and Fence
Works at that address, followed in 1900 by the Chattanooga Steel Roofing Company.
Steel roofing, galvanized iron, and architectural iron work was produced at the plant. This
firm was succeeded in 1903 by William Witt, and in 1904, the Chattanooga Iron and Wire
Works was installed at 207 Water Street. The unstable tenancy continued, and the property
was listed as vacant in 1906 and no building was there after 1907.
Lookout Boiler and Sheet Iron Works
In March, 1896, Shea and Strahie assigned all their property to John Stagmaier in
order to terminate the business of the Lookout Boiler Works. The owners of the firm were
Thomas J. Shea, Leo Strahle, and Henry Stagmaier. The liabilities of the company were
assessed at about $19,000, but their assets, including the 85 foot frontage of their Water
Street lot and a lot on Montgomery Street, was thought to amount to more than
$30,000.136

Figure 25. The Lookout Steam Boiler Works, from an advertising imprint in the
Chattanooga Daily Times, 1895.
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Loomis and Hart Manufacturing Company
A spectacular fire erupted at the Loomis and Hart Manufacturing Company mill late
in the evening of June 26, 1911, destroying most of the furniture plant. At this juncture,
both Loomis and Hart felt ready for retirement. Major changes in the constitution of the
firm were carried out. A. G. Stivers had been operating a planing mill plant for the
company on East Ninth Street for some time, and he became the head of an offshoot
enterprise. The sawmill and wholesale lumber operation would remain under the Loomis
and Hart Manufacturing Company logo, and a new furniture department would be
formed.137 The A. G. Stivers Lumber Company was organized with a capital stock of
$175,000 by A. G. Stivers, J. T. Arnold, A. J. Gahagan, J. D. Gahagan, and H. C.
Arnold. The former planing trade of Loomis and Hart was taken over by this subsidiary
fin/038
A. J. Gahagan and his son, J. D. Gahagan, had already acquired much of the
company's stock, and following the fire purchased the stock of retiring Loomis, thereby
assuming control over the entire waterfront plant. Gahagan reconstituted the new firm as
the Loomis and Hart Furniture Company. Chicago engineer C. H. Ballew was hired to
redesign the plant and rebuild its facilities in concrete and brick. Electric powered
machinery was installed and driven by the company's own power plant. The generators
were driven by steam machinery fueled by the plants own waste wood.139 When
completed, the 18-acre plant was one of the largest and most modern of industrial facilities,
and dominated the waterfront at Ross's Landing from Pine Street down to the northwest
flank of Cameron Hill.
President and general manager of the firm was A. J. Gahagan. His son, J. D.
Gahagan, was vice-president, manufacturing department manager, and purchasing
representative. H. C. Arnold served as secretary, treasurer, and head of the accounting
department. E. L. DeLong was superintendent of the factory.140
In March, 1915, the Odorless Refrigerator Company, controlled by Gaston C.
Raoul, purchased the Loomis and Hart Furniture company, buying out the interests of
Capt. A. J. Gahagan and J. T. and H. C. Arnold. The transaction included most of the 18
acre plant site at the northeast flank of Cameron Hill, but the sawmill, managed by
Gahagan and the Arnolds, was not conveyed, and continued to operate as the Loomis and
Hart Manufacturing Company.141
The Streetcar Barns of the Electric Railway Company
The Chattanooga Railways Company, formed in March, 1906 by a purchase and
consolidation of the Chattanooga Electric Railway Company and the Rapid Transit
Company, obtained authorization to operate all of Chattanooga's interurban transport lines
in Apri1.142 In July, the company announced an ambitious program to upgrade the city's
transit system, including construction of new car maintenance facilities at Market and Third
Streets. The lines of the company were to be virtually rebuilt, including the main track
from Water street to Montgomery (Main) Street. The only maintenance facilities owned by
the company were one car barn south of Third Street between Market and Broad. To
service the new cars for the line, new car barns were to be built north of Third Street, and a
maintenance shop would be created by a substantial renovation of the old barn.143 The
new car barns would be spacious enough to hold sixty cars.144
Workmen excavating footing trenches for the new car barns along Market Street
uncovered wooden beams spaced every ten feet along the 210-foot width of the proposed
structure. The beams were encountered at a depth of six feet, and were then thought to be
relicts from the days of Ross's Landing.145 A more thoughtful examination of their
location indicates that they served as mudsill timbers for the U.S. Army commissary
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building built along that frontage during the Civil War. That these timbers were six feet
below the 1906 street grade is demonstrative of rapid aggradation of the local ground
surface.
General contractor Joseph Trimby was in charge of the masonry superstructure of
the car barns, but the fire-proof iron and steel roof of the buildings was erected by the
Converse Bridge Company. Architect R. H. Hunt designed the structures, which utilized
iron-reinforced concrete, brick, and stone.

Figure 26. The 1887 streetcar barn, as rebuilt in 1906, and modified again by the
present tenant, Sportsbarn, Incorporated. This structure sits on the south side of
Third, between Market and Broad Streets.

In 1909, there was an important consolidation of the Chattanooga Railways
Company and the Chattanooga Electric Light Company, resulting in the formation of the
Chattanooga Railway and Light Company. Included in the transaction was the 1887 car
barn south of Third and the 1906 structures built on the block to the north.
The car shops of the Chattanooga Railway and Light Company in 1910 were run by
a crew of 84 workmen, and old cars could be completely refurbished mechanically,
electrically, and cosmetically. The complex was complete with a machine shop, truck
shop, paint shop, carpenter shop, woodworking machine shop, blacksmith shop,
storerooms and miscellaneous departments. Routine maintenance functions such as car
cleaning also took place in the Market Street facilities.146
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Figure 27. Electric streetcar barns from 1906. These structures were built as
maintenance and repair sheds for electric streetcars. The two adjoining buildings to
the right were built about 1926 to serve the same function for motorbuses. Some
minor changes to the interiors and facades have been made, but tracks still remain in
several of the bays.

American Manufacturing Company
One of the small firms near the foot of Market Street was the Chattanooga Buckle
Company. In 1898, William M. Weber and James B. Robinson bought the firm and
changed the name to the American Manufacturing Company. In their facility at 121 Market
Street, the company made harness and saddle hardware, including buckles, bridle bits,
rings, and other assorted metal equipage. In 1900, the second floor of the building was
occupied by five tenants.
American Manufacturing Company moved to the southeast corner of Water at
Chestnut about 1906, constructing a concrete, metal-roofed facility. The plant of the
company on Water Street was destroyed by fire in September, 1910, with a loss of about
$30,000.147 The plant was rebuilt and production resumed at the same site.
The Lookout Ice Company and the White Oak Distillery
The early 1900s was a period of transition for the beer breweries and liquor
distilleries in Chattanooga. Betterton's White Oak Distillery operation was moved from
North Chattanooga and took over the Lookout Ice and Cold Storage Company plant east of
Market and north of First Street in 1902. A railroad spur was carried across Market Street
to serve the new plant.
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Figure 28. The White Oak Distillery of E. R. Betterton and Company, from a
letterhead imprint. The view includes a prominent representation of the Walnut Street
Bridge.

E. R. Betterton and Company was one of the largest concerns of its size in the area.
The wholesale liquor dealers maintained an office at 717 Market Street, and produced their
own White Oak Tennessee Whiskey at a distillery on the north side of the river, as well as
distributing Cascade and Old Quaker Whiskey, Paul Jones Pure Rye Whiskey, and A.
Overholt and Company's Rye.
Prohibition in Tennessee finally drove the White Oak Distillery out of business in
1913. E. R. Betterton surrendered his state charter for the distillery in November, 1914,
marking the end of one of the waterfront's most prominent industries.
The Laundries on Market Street
In the space of one city block, three laundries and dry cleaning operations were
built at the south landing of the Market Street Bridge, evidently taking commercial
advantage of the vehicular funnel at their doorstep. Plymouth Laundry, owned by L. N.
Polk and John A. Brown, was started in 1928 and took up residence at 103-107 Market
Street in 1929. The Crown Laundry of Harry R. Cantrell appeared at 18-26 Market in
1915, and the two-story brick cleaning plant still stands today. Mertins French Dry
Cleaning Company, owned by F. A. Mertins, occupied a structure at 122 Market in 1910.
All three firms continued business until well after the Second World War.
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Figure 29. The waterfront district of Chattanooga, circa 1914, from the G. M. Hopkins Plat Book of the City of Chattanooga,
Tenn., and Vicinity (1914, Philadelphia). Reservoir Hill became a popular address for working-class people, and the industrial
and commercial character of the area was still strong. The proposed outline of the Market Street Bridge was included on the plat,
even though construction had not yet begun.

The Market Street Bridge
Constant repairs to the Walnut Street bridge and the weight restrictions on streetcars
using the structure compelled county officials to initiate the planning for a new structure.
There were several proposed sites for the new Tennessee River bridge. In 1911, the
County Bridge Commission, composed of W. A. Sadd, A. W. Gaines, C. E. James, C.
A. Raht, and Esquires Gahagan, Edwards and Clark, held meetings to discuss the
possibilities. The most vocal proponents were for a Market street bridge, a bridge which
would connect the north shore with the most important commercial street in the city. No
consensus was near, and the matter was dumped in the lap of the Army Corps of
Engineers, who would have to approve of the location and bridge design at any rate.148
Construction of a bridge across the Tennessee at Chattanooga had been approved
by Congress on February 15, 1911, but the selection of a site and design were obstacles
yet to be hurdled.149 In fact, Congress had approved two bridges, one, a Sixth Street
bridge west to Moccasin Bend, and the other, either above or below the Walnut Street
bridge.15° The nominal suitability of the Sixth Street bridge was not challenged in the
hearing, leaving the debate to concentrate on the bridge sites north of town.
An advocate of the Market Street bridge location noted that Market Street addresses
were "the ultimate destination of nine-tenths of the people from the north side of the river
who visit the city of Chattanooga on business." On the negative side, a Market Street
landing would destroy part of the river wharf, and the lay of the land fairly dictated a low
bridge with some type of drawspan for navigation. The Georgia Avenue and Douglas
Street bridges would be "high" bridges, connecting the high ground on the south bank with
high ground in Hill City. Unfortunately, the bridge access routes on the south bank were
well uphill from the commercial addresses on Market and Broad, meaning some difficulty
for draymen using the bridge to get to Hill City.151 The Market Street location was top
contender but some rethinking of bridge types had to be done.
By 1913, only one bridge design, and one bridge location, still remained in
contention - a low bridge with a drawspan, landing at or near Market Street. Congress
approved this bridge in an act of October 6. In November, Major H. Burgess of the Corps
of Engineers called a public meeting for December 6 to hear final input on the design.152
The final recommendations of the county bridge committee included widening of
the Walnut Street bridge roadway and construction of the proposed Market Street bridge.
Attorney Frank Spurlock delivered the report to the county court in January, 1914.153
Congressman John A. Moon was advised on the first of January that the War Department
had approved the construction.154 Cushman and Fairleigh of Chattanooga had requested
the firm of Wade11 and Harrington, Kansas City, to prepare plans for a low lift-span
bridge, and it was these plans that were approved by the War Department. Upon federal
approval, however, the construction the bridge was left open to competitive bidding.155
On January 6, the county court voted to issue $500,000 in five percent thirty-year bonds to
finance construction of the Market Street bridge.156
Judge Will Cummings appointed a new county bridge commission with Esquire
Theodore F. King as chairman and County Engineer L. B. Bryan as secretary.
Competitive bidding on the bridge project was advertised with the competition to close on
February 18.157 The need for a low bridge with lift span was questioned, and potential
bidders were requested to submit plans for a low lift span design and a high level bridge.
Large steamboats required thirty to forty feet clearance to pass under obstructions, and the
approved lift-span design had allowed 65' clearance under the lift span. The raising of the
lift span would add the additional 35' necessary to meet the government requirement of a
100' clearance.158
As February 18 approached, the town filled with engineers and blue prints. The
bridge committee began its review of the submitted designs in public hearings. Most of the
committee favored building a level bridge of concrete, hopefully with a clearance below the
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federally-dictated level; a high bridge meant longer approaches and thus more expense.
Several plans were submitted for 75' bridges. A concrete bridge was found to be
desirable, largely due to the lower maintenance costs when compared with steel. The only
engineer submitting a plan for a wholly concrete structure was B. H. Davis of New
York.159 The government also required that the distance between the bridge piers not be
less than 300', a requirement almost dictating the use of steel truss spans. Concrete spans
of this length were not common.160
Chairman King and engineer Bryan traveled to Nashville to discuss the bridge
design with the chief engineer of the district, Major Burgess. Their intent was to seek
some concessions on the federal restrictions pertaining to the height and width of spans.161
On March 30, the bridge commission selected B. H. Davis of New York as chief
engineer of the Market Street bridge and E. C. Soper of Chattanooga as construction
engineer. The bridge commission thus declared its intent to build a concrete structure come
what may, but hedged by declaring that the contract with these engineers would be
maintained only if they perfected a design which would pass the Corps of Engineers.162
At stake for Davis was a commission of five percent of the construction cost of the
structure, and he dispatched his plan for the bridge to Nashville in hopes of effecting a
design compromise.163
The design problems were seen to delay the start of construction until the spring of
1915. It was acknowledged that the pier construction would have to start in the low water
season, the months of July through October. In June, 1914, there was still no approved
bridge design. Davis' design had allowed for a 200-foot channel span, and this would not
be passed by the Corps of Engineers.164
Finally, there was a breakthrough. Davis submitted a new set of plans to Major
Burgess. The channel span would be 300 feet, as required, with side spans of 185 and
180 feet. The channel span would be equipped with a bascule lift. Davis moved quickly to
initiate preliminary work, including marking the outline of the southern approach on the
asphalt pavement at Market and First in blue chalk so that city officials could determine the
degree of infringement of the approach on adjacent businesses. Several businesses were
damaged by the approach, including a new laundry being erected by J. T. Lupton on the
east side of Market, and the plant of the Extract Wool and Merino Company, which would
lose an entrance on the west side of Market. Of more serious nature was the infringement
on the spur line of the Belt Railroad which ran to the White Oak Distillery plant at the
northeast corner of the intersection of Market and Water. As city officials cynically pointed
out, "since prohibition has had its inning the Belt has very infrequently used the track."165
Chattanooga began to fill with bridge builders in October, awaiting the outcome of
the bidding process which would close on the 22nd. Ominous in nature was the report of
engineers drilling test cores in the river bed at projected pier locations. In some cases, large
cavities were being encountered below what was supposed to be solid stone shelfs. Near
the White Oak Distillery property at Market and Water, an expensive drill bit had penetrated
such a cavity and been lost in a void.166
The nature of the center span had not even been decided at that point in time, and
the superstructure bids were solicited for a fixed steel span and a bascule design
drawbridge. Twenty-one bids were examined, and from the start the two low bids were
receiving the greatest attention. Yang Construction Company of Cumberland, Maryland,
bid $342,491 for the concrete piers and roadbed and would complete the construction in
360 days. The Toledo Bridge Company of Toledo, Ohio, submitted a bid of $98,127 for a
fixed span and $119,096 for a bascule, to be erected within 3 1/2 months of completion of
the piers adjoining the channel span.167 Despite the uncertainty as to which channel span
would be built and the uncertain nature of the riverbed, the contracts were awarded to Yang
Construction and the Toledo Bridge Company. By the end of November, construction on
the bridge had begun.168
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To haul concrete out over the bridge piers and spans, 200' steel towers were erected
on the north and south bank of the river, spanning a distance of 1,400'. A 2 1/4-inch steel
cable was run between the towers to carry concrete bins and pouring chutes. Concrete was
prepared on the riverbank in an electric mixer. To handle the transport of steel and timber
another 2,000' cable line was run between towers 135' and 100' high. Compressors used
in the caisson work were both steam driven and electric.169
In March, 1915, the builders were pouring a record quantity of concrete daily. Ellis
Soper devised an ingenious method of draining the interior of the steel cofferdams,
ensuring that the concrete in the bases of the piers would not be spoiled by an excess of
water.17° In one day, 800 yards of concrete was poured. The cement used in the concrete
was tested for the city by the Pittsburg Testing Company.171
At every turn, the bridge builders found new problems confronting them - and
increasing the cost of the project. The cofferdams for the bridge abutments on the north
side of the river were sunk over 70' from the river channel, but an underground stream was
encountered that kept the cofferdam filled with water. The largest pumps could not keep
the cofferdam drained, and the builders resorted to pumping concrete through a pipe into
the rock crevices from which water gushed.172
In April, work on the first span on the south approach began, but at the location of
Pier No. 5 there was a problem: no solid bottom.173 Pier No. 5 proved to be costly to
complete. Large boulders were found beneath the river bed instead of solid rock. Engineer
Davis concluded that building the pier on the boulders was too great a risk, and ordered that
the pier be built upon a solid stone ledge estimated to be from 53' to 60' beneath the river's
surface. Instead of using the standard open steel caisson, a special pneumatic caisson had
to be employed.174 Constructed in boat-hull fashion of 12" by 12" timbers sheathed with
4" planks, and caulked to make them air and water tight, three sections of caisson 10' by
20' by 24' were built on the north bank of the river. Each had its own steel entry tube and
airlock, and would rest side by side on the river floor so that three teams of excavators
could work at one time.175
Resting on the river bed, the chambers were pressurized by pumps on barges. The
air pressure in each caisson was sufficient to keep the water out, and the workman
gradually excavated the open floor of the caisson and removed the spoil through airlocks.
Three crews of eight men each go down into this chamber for eight
hours daily. It is 10 x 24 feet in lateral dimensions, and averages about
seven feet high. Immediately above these submarine workmen is a
shaft of concrete fifty-five feet high, which, with its caisson frame,
weighs 1,274,000 pounds. To their sides are four walls fourteen inches
thick. Under their feet is a mixture of rock and mud of unknown
strength.176

As the caisson sank into its own excavation, it carried the massive concrete pier down with
it, and the air pressure had to be incrementally increased to resist increasing water pressure
against the caisson. The daring men who carried out this labor were called "sand hogs."177
Pier No. 2, about one-quarter of the way across the stream from the foot of Market
Street, employed in its construction the labor of a hard-hat diver. The cofferdam around
pier no. 2 proved so difficult to drain that Thomas Hutchins of Covington, Kentucky, was
hired to excavate the riverbed under twenty feet of water. Using a pneumatic suction
device to dredge the floor of the caisson, the diver worked in a helmet, rubber suit, and
weighted shoes. Normally Hutchins was employed in inspecting the pier footings.178
Use of the pneumatic caisson and the importation of a crew of New York sandhogs
raised the cost of pier no. 5 in the neighborhood of $18,000 to $30,000. Costs were
skyrocketing, and the bridge commission called engineer B. H. Davies on the carpet to
explain why his original estimate might be wrong by as much as 40 percent.179 Matters
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came to a head in mid-July, 1915, when the bridge commission resolved to ask for Davis'
resignation.180 J. B. Ragon, acting county judge in the absence of Judge Will Cummings,
detailed the cost overruns but also noted that he believed "the county will get value received
for its money.,,181
The engineers working on the bridge rallied in defense of the project. F. F. Soule,
secretary of the Schurzer Bascule Bridge Lift Company of Chicago, holders of the patent
on the bascule being built in Chattanooga, noted that the lift would be the largest of its type
ever built in the world and was attracting attention in engineering circles everywhere. The
320' span, trestle and counterweight would amount to over six million pounds of steel.
Soule's observations calmed the bridge commission somewhat.182
On September 18, 1915, the Chattanooga Times announced somewhat prematurely
that the new bridge would be completed in 90 days.183 As ever, the river declined to
observe the construction schedule. Construction of arched concrete bridge spans between
the piers demanded the erection of massive wooden forms or "falseworks" containing the
steel reinforcing bars around which the concrete would be poured. Once thoroughly cured,
the falsework was dismantled. While in place, however, these temporary frameworks
served as obstructions in the stream, and a great deal of drift wood accumulated against the
upstream side of the bridge. If left to accumulate, the drift wood could become entangled
into a mass which could only be broken up with explosives.184
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Figure 30. Timber falsework in the Market Street Bridge, under construction. The
massive timber construction supported the concrete forms of the arches and roadbed.
Floating debris accumulated rapidly against the tightly-spaced piles of the falsework,
and had to be continually removed.
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On December 19, 1915, at 8:20 in the morning, a flood tide of 28 feet carried away
the falsework of span number 3 after a 22-hour struggle of bridge crews to alleviate the
burden of driftwood against the upstream face of the structure. Even the elite crew of sand
hogs joined in the effort to shuttle logs and driftwood around the span. When it became
apparent that the effort was in vain, and that the collapse of the falsework would endanger
the workmen on it, C. L. Vang ordered the span abandoned.185 When the falsework finally
gave way, tug boats gave chase to the floating mass of timber and iron reinforcing bars.
Ellis Soper estimated the loss to the company at $15,000 to $18,000.186 Salvors managed
to anchor the hulk of the falsework to the head of Williams Island with piers so that the
materials could be salvaged and reused.187
By January, 1916, the masonry work was about two-thirds complete, the steel
work not started, and the expended funds were approaching the $480,000 mark, just short
of the total bridge bond issue of $500,000.188 Judge Will Cummings appointed a
committee lead by attorney Ed Watkins to conduct an investigation of the cost overruns and
to ascertain if any funds had been misappropriated. The committee interviewed all
concerned parties, the contractors and sub-contractors, consulting engineers, and county
officials.
In June, the report was submitted to the county court. The committee had found no
evidence of graft in the bidding process or in the conduct of the contractors. The county
bridge commission was found to have been naive when it came to questions of bridge
design and real costs; the commission should have been composed of two bridge engineers
and "one shrewd business man."189 The design of the structure had been changed after
contracts were signed for its construction, and the specifications, usually for acknowledged
good reasons, had been upgraded, thus increasing costs. Engineer Soper had allegedly
been hired for political reasons rather than engineering considerations. The actual costs of
the bridge were exceeding the limits imposed in the state legislative act, and the bonds
raised to cover the excess over $500,000 were, in effect, void.
The commission found no criminal acts had been perpetrated, and on the whole, the
county officials were guilty only of an engineering naivete. Most of the engineers, and,
allegedly, some county officials, knew that the final bridge design could not be built for
$500,000, but the process had started anyway. In order get the job, the contractors had
bid to the fiscal ceiling rather than to the probable real costs. In the words of the Times,
"The steak was cut to weigh a pound."19°
The work on the bridge continued despite the legal cloud, hostile river conditions,
and accidents. In May, two workmen were injured when the suspended cement chute they
were cleaning collapsed onto the bridge forms.191 Later in the month, a workman was
drowned when a boat carrying mud sacks for the pier no. 4 caisson capsized.192 Pier no.
4 was running over cost, as had most of the others. The original plans had called for the
base of the pier to rest at sixteen feet below water level. As construction progressed, the
base of the footing was over 46 feet below water.193 The pier would not be finished for
another four months.194
As the end of May approached, contractor W. G. Taylor announced that the 325foot north bridge approach was complete.195 Costs continued to escalate. Pier no. 4
would require six caissons to be sunk to form its base. The Vang Construction Company,
the Toledo Bridge and Crane Company, and the Pittsburg Testing Laboratory had spent
about $710,000 as of September, 1916, and the end was nowhere in sight. The original
funds allocated were now nearly exhausted.196
In March, 1917, the 2,400' cable and 200' towers were removed, and erection of
the north leaf of the bascule was begun.197 The river again became capricious, and the
flood alarms were sounded in the first week of the month. The flood waters peaked on
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March 7, and signalled the fourth highest recorded flood in Chattanooga's history. The
bridge sustained no serious damage, and the completion of the bascule lift was pressed.
The completed bascule spans were tested on August 3, and their operation found to
be satisfactory to the drove of engineers in attendance. This was the official test of the
draw spans, and the 25 horsepower electric motors faultlessly raised the spans to 45 degree
angles in two minutes.198
With the costly construction project finally over, plans were made for the opening
of the structure. The bridge had been built specifically with heavy streetcars and
automobiles in mind, and the Automobile Club of Chattanooga organized the Saturday
afternoon dedication of the structure. A parade from Market and Eleventh arrived at the
speaker's stand erected at the south ramp of the bridge. Presiding at the ceremony was J.
Read Voight, mayor of North Chattanooga, and the speakers included Mayor Jesse M.
Littleton of Chattanooga; the principal speaker, Judge M. M. Allison, president of the Dixie
Highway association; bridge commission chairman Theodore F. King; and Judge Will
Cummings, who would accept the bridge for Hamilton County.
At 2:00 PM the ceremonies began. The Chattanooga Times account of the
proceedings reflected the awkwardness of the occasion. The speeches by Voight, Littleton,
Allison, and King were brief and very similar: "It was a series of compliments and
everybody smiled and was happy, including the 1,500 spectators who said amen."199 The
officials on hand were thought to be expecting one last blast of protest from the anti-bridge
factions, but nothing marred the otherwise sedate dedication. Judge Cummings turned the
bridge over to Frank Spurlock, chairman of the county highway commission, and the
structure was declared open. For the remainder of daylight, the bridge was crossed by
nearly everyone in town who owned a car.
More people - several thousands more - had attended the opening of the Walnut
Street bridge in 1891. In that year, the Times had recorded the bursting civic pride in the
bridge, noted its significance to the local economy, and revelled in the scenic wonders the
bridge vantage point presented. There was no such exuberance in 1917. Perhaps the grim
realities of war in the 20th century had settled too deeply into the minds of the people: the
newspaper was filled with news of death and destruction, both accomplished and pending.
The tone of ceremonies at the opening of the Market Street bridge on November 17,
1917, was remarkably different from the dedication of the Walnut Street bridge barely
sixteen years earlier. But these were different days than the "gay nineties." The United
States had entered the European war. In November, 1917, American soldiers were just
beginning to appear at the combat front. The machine-gun, submarine, and airplane had
been added to the inventory of the instruments of war. Revolution had swept away
imperial Russia. America was involved in a bloody border skirmish with Mexico.
As an engineering feat, the construction of the Market Street structure was certainly
as impressive, if not more so, than the older bridge. When completed, the bridge was the
largest of its type in the world. Today, the structure is still recognized as the largest
bascule bridge in the United States and the third largest in the world."
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Figure 31. The Market Street or John Ross Bridge. The first of Chattanooga's bridges
built specifically for the automobile as well as streetcar, the Market Street Bridge
required a gift span because of its low concrete design. Although seldom needed, the
delicate and cantankerous bascule lift mechanism of the bridge is periodically tested.
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Chapter 6
The Changing Waterfront
Ross's Landing in the Age of the Automobile
1917-1945
Construction of the Market Street Bridge, with all its attendant problems, was
nonetheless a major commercial asset to the city of Chattanooga. This was a structure
designed for the dominant mode of transport in. the 20th century, the automobile. The
waterfront area around Market Street changed to reflect the importance of this vehicle. The
most visible side-effect of the bridge was to act as a magnet to automobile dealerships and
service stations. The bridge was a natural funnel, and businesses in the area thrived on the
passing parade of cars and drivers.
The industrial character of the waterfront began to fade, and there was a growing
retail commercial presence in the area. Prohibition had forced the White Oak Distillery and
the Chattanooga Brewing Company out of business, but now the production of soft drinks
moved into the waterfront district. The traffic at the Market Street wharf began to decline,
but it remained a popular locality for recreational access to the river.
The River in the Automobile Age
As the United States was drawn into the First World War, the government made
important policy decisions about defense industries and hydroelectric power installations.
In 1917, construction of the Wilson Dam and navigation locks at Muscle Shoals was finally
commenced under the impetus of war and with the magnitude of funding required to
completely drown out the chain of serious obstructions in the Tennessee River at that point.
With the completion of the Wilson Dam, the "severed artery" of commerce was mended at
last.
Creation of the Tennessee Valley Authority in 1933 set in motion an integrated plan
to improve the navigability of the main river trunks in the entire Tennessee River basin.
The Hales Bar Dam and Locks downstream of Chattanooga had overcome the obstructions
below Chattanooga, and in 1940, the completion of Chickamauga Dam improved the
channel upstream for nearly 60 miles. The TVA not only provided a year-round navigable
9-foot channel in the Tennessee, but sought to promote new uses of the stream for
commercial purposes. In 1938, the TVA conducted an experimental downriver shipment
of a refrigerated barge hauling fresh produce, a commodities cargo usually handled by the
railroads .1
The Tennessee River and its principal tributaries could now be navigated safely
year-round. Ironically, the great age of steamboating on the river had already come to an
end. The wooden-hulled paddlewheel vessels were novelties after the 1920s, and were
relegated to sightseeing excursions. Steel-hulled versions of the paddlewheelers were built
and fitted with updated equipment, but many of the new "steamboats" were powered by
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diesel engines and driven by screw propellors. The multi-toned steam whistle was replaced
by the electric horn.
Wooden-hulled paddlewheelers began to vanish from the scene. In 1918, the
steamer Chattanooga capsized at the Ross's Landing wharf due to careless unloading and a
drop in river levels. About 1920, the great boat sank at its moorings on the north side of
the river. The event marked the end of an age on the river, as reported by T. J. Campbell:
The city woke up one morning to learn that the fine old carrier which
bore its name had gone down to rise no more. Thousands drove past
the pathetic old derelict over the Market street bridge in their cars - in
their cars. How the mighty were fallen!2

The automobile had arrived. The great commercial impetus in the 1920s was highway
construction.
Commerce was not dead on the river, however, and as a route for hauling bulk
commodities such as grain and cement, water transport maintained its economic edge.
Tugboats propelled by powerful twin diesel screws became the workhorses of the river,
and steel barges replaced the crude timber flatboats of the former century. Instead of
towing barges by cable, tugboats were lashed to the rear of the barge or assembled barges,
adding maneuverability and control to the process.
The Tennessee River Navigation Company dissolved during the Second World
War, with E. D. Jones serving as the last manager. Firms like the Tennessee River Coal
Company used barges to carry Dayton coal downriver to their yard at 207 West First
Street. The Tennessee Valley Barge Lines was a river transport company incorporated in
1940 by Sam H. Campbell, Tom Ragland, and Charles L. Claunch. The enterprise was
launched in connection with the Mountain City Mill Co., and it was the intention of the
barge line to move wheat to the mill via barges. The company built a 400 horsepower
diesel tow boat, the Norris, and three steel barges.3 Wharves were maintained off Elm
Street between West Twelfth and Thirteenth Streets.
The waters of the river continued to be used for recreational purposes, and the
development of the gasoline outboard engine added new sounds to the waterfront chorus.
During the National Chickamauga Celebration in September, 1938, the Tenth Annual
National Outboard Motor Boat Regatta was held in the waters off Ross's Landing. The
commemoration of the creation of the Chickamauga battlefield park and the simultaneous
motor boat event drew thousands of visitors to the city and the waterfront area. Prior to the
races, Commissioner Betterton had crews use fire hoses to wash accumulated silt off the
old stone paving covering the Ross's Landing wharf.4
Businesses at Ross's Landing
In the period 1917-1946, Market and Broad Streets lost many of the larger
industrial-scale enterprises of the last century, and instead attracted smaller commercial
enterprises. Of these new businesses, many were connected with cars. No less than three
commercial laundries were sited at the foot of the Market Street Bridge, taking advantage of
the site as a people - and business - funnel.
Several businesses moved on to greener pastures. The Chattanooga Mattress
Company at 114-116 Market moved to 426-428 Chestnut about 1923. The Nixon Mining
Drill Company, situated at the corner of Chestnut and Water Streets, went out of business
about 1918.
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D. S. Etheridge Company
On of the largest and most successful of the businesses on upper Market Street was
the automobile dealership of D. S. Etheridge. In March, 1925, D. S. Etheridge and
Company began construction of a large and modern car sales and service building. The
architect, Louis H. Bull, created one of the most unique and interesting structures in
Chattanooga. For its representation of period architectural styles and its significance to the
automotive history of the town, the building complex has been placed on the National
Register of Historic Places.
The structures built on the west side of Market Street between Second and Third
consisted of the Etheridge Tire Service building at 323-25 Market and the Lincoln
dealership at 327 Market. The tire service shops occupied a tract 75 feet wide on Market
and extending the width of the block to Broad Street a distance of 200 feet. The Market
Street front of the building was set back 35 feet from the thoroughfare. Patrons could drive
through the building from either Market or Broad, and inside have their batteries checked,
tires repaired, engine serviced, and fuel tanks filled.
The Lincoln Department occupied the adjoining 50' by 200' parcel to the south, and
was constructed of reinforced concrete and brick. The main display room fronting on
Market Street was the centerpiece of the new complex. The room was 50' by 62' with
large arched windows on the east and north sides, and the Market Street facade was faced
with glazed terra cotta tiles. The Chattanooga News describes the building in this way:
The design of the building is Italian renaissance, with cut stone base,
terra cotta facing, and crowned with green glazed tile canopy.
The walls are all arched to correspond with the arched display windows
on the east and north sides; the base of the walls is mahogany finished
paneled wainscoting. Above this wainscoting the arches are finished
with Caen stone. The panels within the arches on the blank walls and
the ceiling are finished in Italian brocade plaster, colored. The ceiling is
heavily beamed with [the] same material as the wainscoting, with
consoles at the wall ends of the beams. The floor of the display room
is finished with 12x12 black and white rubber tile, laid checker board
fashion, with a black cove base at the walls.5

To the south of the Lincoln display room and offices was a previously-built fourstory building formerly occupied by the Hardwick Buick dealership. D. S. Etheridge used
the structure to house his Ford dealership. This structure at 329-333 Market was also of
concrete and brick construction. The ground floor was used as a display room, sales
office, and parts department. Automobile access to the building was from Broad Street,
and a concrete ramp lead to the repair shops on the second floor. The third floor was
occupied by the paint and finishing department; on this level, Fords were assembled from
crates shipped from the factory. The fourth floor was used for storage of used cars and
body-building functions.
The opening of the new Lincoln dealership and tire service buildings was heralded
by a large supplement to the Chattanooga News edition of October 22. The articles
describing the new buildings and the Ford and Lincoln product lines was a tour de force in
advertising news copy and media hype.
Etheridge was one of the more vigorous of dealers in town, and expanded his
operation over to Broad Street in the 1930s, eventually encompassing most of the block
between Third and Fourth, Broad to Chestnut. Broadway Motors took over D. S.
Etheridge's Broad Street showrooms in 1940.6 There were also a half dozen other car
dealerships located near the waterfront. Newton Chevrolet was organized by Emmet
Newton in August, 1929, and in January, 1930, took over the Couch-Jones Chevrolet
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dealership at 317 Broad Street. By 1940, Newton Chevrolet had moved to the former
Etheridge Lincoln showroom at 329-33 Market.
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Figure 32. The Lincoln Showroom of D. S. Etheridge Company, as it appeared in
1988. .The showroom and adjacent service station were built in 1925, and in 1988 was
housing the Telescripps Cable Television Company.

Dozens of automotive firms were sited north of Fourth Street in the 1940s. In
addition to the company discussed above, such firms in the study area as of 1940 were:
Chattanooga Truck Company, 115 Broad; Bill Jones' Broad Street Garage and Used Cars,
301-305 Broad; Chattanooga Tire Treaders, 338 Broad; W. H. Tittle Auto Company, 337
Chestnut; and the Sharp Battery and Electric Company, 337 Broad. In 1940, one of the
car-related firms in the waterfront area was known as the "U Bust 'Em We Fix 'Em Auto
Radiator Company," which pretty much says it all. National franchises such as the
Firestone and Goodyear tire and automotive supply companies moved into the area. By
1940, the Firestone Automotive Supply and Service Store occupied its current address
along the south side of Second Street between Market and Broad.
The Car Barns and TEPCO
The Chattanooga Railway and Light Company survived a bitter and violent strike
by its streetcar operators in 1917, and carried its tracks over the Market Street Bridge. In
1919, the company was forced into receivership, adopting the interim name, the
Chattanooga Street Railway Lines. In June, 1922, the streetcar line was purchased by a
syndicate consolidating electric power suppliers under the new name, the Tennessee
Electric Power Company or TEPCO.7
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Although existing electric streetcar lines were to be renovated, any new interurban
transport services offered by TEPCO were to be handled by automobile buses. The first
buses operated by the company appeared in 1925. To accommodate shops for the newest
form of mass transit in the city, the company erected new maintenance structures north of
the 1906 streetcar bars between Market and Broad, Third and Second. Similar in basic
character to the older structures to the south, these new bus shops completed a
technological continuum from horse-propelled streetcars, to electric-powered interurban
cars, to self-propelled buses. By the end of the Second World War, the electric streetcar
was on its way out of Chattanooga; during the 1930s and 40s, little-used streetcar routes
were abandoned and the tracks torn up.
After the Tennessee Valley Authority was created in 1933, it purchased the electric
power companies of the area, including TEPCO, but created the Tennessee Utilities
Corporation to operate non-power facilities obtained during the purchases. The streetcar
company was eventually sold, and Southern Coach Lines emerged as the owners of
Chattanooga's interurban transport system. The electric streetcar barns on Market would
soon be filled only with buses.8
The Tennessee Furniture Corporation
After the First World War, the lumber industry's link to the river faded. The
timberlands in the watershed of the Tennessee had been heavily exploited, and the use of
the river for transporting logs dwindled. The sawmilling operations which had dominated
the waterfront in the last century gradually disappeared. The largest of these, Loomis and
Hart, continued, but only in name, and not for long.
The Loomis and Hart Manufacturing Company was sold in May, 1919, to T. C.
Betterton, Harry Reed, Blucher Blair, and others, representing a consolidation of
Chattanooga coffin-manufacturing interests. When this last remaining division of the
Loomis and Hart concern was sold, J. T. Arnold was its president, H. C. Arnold its
secretary, and Capt. A. J. Gahagan, treasurer. Gahagan, long a principal figure in
Chattanooga's lumber industry, retired after a long - and profitable - association with the
trade.9 Conveyed in the sale was the sawmill, lumber yard, and river tugs. Betterton and
company purchased the Loomis and Hart mill in part due to a scarcity of cedar wood, used
in large quantities by coffin manufacturers and supplied in insufficient quantities by the
railroads. The Betterton interests hoped to develop a more reliable supply of cedar from the
river trade, and the Loomis and Hart sawmill was the logical purchase. The new owners
immediately announced improvements to the plant, including a new log incline to the
river.1° Ownership not withstanding, the sawmill plant was still identified as Loomis and
Hart.
The various furniture-producing companies controlled by Gaston C. Raoul were
consolidated under one corporate name in December 1919. The former Loomis and Hart
Furniture Company was now integrated into the Tennessee Furniture Corporation. The
saw and planning mill operated as the Loomis and Hart Manufacturing Company burned in
a spectacular fire in March, 1920. The plant was being leased by Raoul's Tennessee
Furniture Corporation. Fortunately, the blaze was contained to the single structure and was
not allowed to spread to adjacent buildings or to the vast stacks of lumber nearby.11 There
was now no need to replace the saw and planing mill.
The Tennessee Furniture Corporation continued with the production of furniture,
but began to diversify its product line to include electrical appliances. In 1934 the company
began making a drink cooler or ice chest for the Coca-Cola Company, and later, at a plant
site off Central Avenue, produced the bottle vending machines for Coke. In 1938, the
corporation adopted a more modern name to highlight its products, and the Cavalier
Corporation was born. The furniture production line remained at the old Loomis and Hart
location on the waterfront.
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American Manufacturing Company
On the night of May 14, 1919, the American Manufacturing Company plant,
situated in the block bounded by Water, Second, Chestnut and Broad, was completely
consumed by fire. The telegraphic fire signals evidently were confused, and the first fire
companies were dispatched to the south end of town before the error was discovered. The
owner of the plant, Mr. J. B. Robinson, valued the plant loss at about $50,000, and
maintained to the newspaper reporters that he had only about $5,000 worth of insurance.12
Robinson said that the structure was of fire-proof construction, and intimated that the
slowness in the response of the fire companies had cost him the building. Commissioner
Betterton countered by claiming that despite the false alarm, fire companies had been on the
scene within minutes of the fire's discovery.13
Once again, as after the 1910 fire, the plant was rebuilt. The product line was
diversified, eventually leading to the creation of a spinoff operation, and the plant site
expanded to eventually include most of the block bounded by Broad, Chestnut, Water and
Second Streets. The company split in 1937 with the formation of a separate production line
for the manufacture of delivery cases for milk bottles. The Cumberland Case Company
with W. W. Robinson as its president remained at the Water Street address with the parent
company until 1946.14
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Figure 33. The American Manufacturing Company plant, situated on the north half of
the block between Broad and Chestnut, north of Second, as it appeared in 1988. The
complex of concrete structures with metal roofs has since been demolished.
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Figure 34. The Noland Company plant on Market Street was originally built for C. A.
Raht's Extract Wool and Merino Company. This is how the structure appeared late in
1988, prior to its demolition.

The Noland Company
The Noland Company, Incorporated, opened for business at 115 Market Street in
1930. The firm sold plumbing, heating, and air conditioning supplies and equipment at
this location in a four-story brick structure originally housing the Extract Wool and Merino
Company of C. A. Raht, an enterprise which dissolved in 1929. In 1937, the Noland
building was renovated, including mounting a new black marble facade on the Market
Street frontage of the building with "Noland" in art-deco lettering.15
The Chattanooga Coca-Cola Bottling Company
One of Chattanooga's most important commercial milestones was the presence in
the city of the first bottling plant of the world-famous soft drink, Coca-Cola. The story of
Coca-Cola in Chattanooga is well known. This drink was first bottled in the United States
in 1899 at a small facility off Market Square, later moving to an address on Cowart Street.
The Chattanooga Coca-Cola Bottling Company commenced erection of the third
bottling plant on a portion of the old Chattanooga Brewing Company block at First and
Broad streets. Charles Reif s Chattanooga Brewing Company dissolved about 1918, and
Reif concentrated on his soft drink and bottled water enterprises, the Purity Extract and
Tonic Company, and the Tripure Water Company. After the repeal of Prohibition, Reif
and company attempted to revive the beer-making operation, but the effort was short-lived.
The brewery complex on Broad Street remained vacant and by degrees was demolished to
make way for new enterprises.
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Contractor Mark K. Wilson had demolition of portions of the old brewery well in
hand in January, 1930.16 During the demolition of the plant, representatives from the
Women's Christian Temperance Union held prayers of thanksgiving at the site in
observance of the passing of the iniquitous brewery structure.17
Architect R. H. Hunt designed the new building. Construction of the new CocaCola bottling plant was delayed by the city commission, which was slow in granting
permission to maintain a railroad sidetrack in Broad street between First and Second.
Coca-Cola desired to obtain a siding franchise for thirty years.18 Through the following
years, the plant continually expanded, as did the fortunes of the lucky entrepreneurs who
had the franchising rights to the soft drink.

Figure 35. The Chattanooga Coca-Cola Bottling Company plant of 1930, as it
appeared in 1988. The structure stands at the southwest corner of Broad and Second.
The building housed the Hamilton County Board of Education as of 1988.

Wickwire Spencer Steel Company
In 1934, the Wickwire Spencer Steel Company occupied the two-story brick
warehouse formerly used by the Tennessee River Navigation Company. This company
manufactured wire rope, and the Chattanooga office was one of its eleven branches in the
United States. The local office was operated by the consulting engineering firm, Sherman
and Reilly, consisting of D. C. Sherman and F. W. Reilly. These engineers had been
partners since 1927.19
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The Alhambra Shrine
The Ancient Arabic Order of the Nobles of the Mystic Shrine of North American,
a.k.a., the "Shriners," bought the former White Oak Distillery property from the Brock
Candy Company in 1919, gutting the interior of the former bonded warehouse brick
structure in the center of the lot and remodelling it as the new Alhambra Temple or
Shrine.20 In May, 1921, the renovated structure was dedicated and served as the home of
the Shriners until 1966.
The Waterfront Neighborhood
In 1925, the neighborhood around Ross's Landing was still a diverse mixture of
large and small commercial enterprises, and white and black residents. Chestnut was
primarily a black residential street and included the Chestnut Street Baptist Church at 315
Chestnut. The upper end of Pine Street was occupied by a small enclave of whites, and the
remainder of the street was principally black. To the west, Poplar was entirely white. On
this street, at 219 Poplar, lived the owner of the Chattanooga Brewing Company and its
offspring, the Tripure Water Company and the Purity Extract Tonic Company, Charles
Reif. On the east side of Market, from First to Second, the residents of Cherry Street were
white, likewise the few residents of Walnut from First to the river. Lookout Street from
the river to First was a thinly-populated black residential area.
One of the most famous residents in the project area, and in Chattanooga for that
matter, was raised in Blue Goose Hollow, the ravine between Reservoir Hill and Cameron
Hill (now occupied by the Interstate 1-124 approach ramp to the Olgiati Bridge). Jazz and
blues singer Bessie Smith grew up in an economically-depressed black neighborhood just
off the Ross's Landing waterfront.21
Small businesses were scattered throughout the waterfront area, but as in all eras,
Market Street was the main commercial address. Between the river and Fourth, there were
dry cleaning establishments, several "eating houses," sign painters, and several
automobile-related businesses offering repair services, gas and oil, car tops, and batteries.
Automobile dealerships were common on nearby Broad Street.
By 1940, Market and Broad addresses above Fourth were virtually all commercial
in nature. Chestnut was a mixture of commercial and residential addresses, and Pine Street
was a mixed white and black residential street. Poplar and Cedar Streets were all white.
East of Market, Cherry was occupied by whites as was Walnut. Nearby Lookout Street
was inhabited principally by black citizens. The demographic profile of the area remained
unchanged through the Second World War.
The Chattanooga Technical and Vocational School was begun in 1928 by Prof. 0.
C. Kirkman, and occupied the old Chestnut Street School until the late 1930s, when the
school expanded into our project area by renting a Chestnut Street garage building to the
rear of the Etheridge dealership fronting on Broad north of Fourth.22 Construction of a
three-story facility on the west side of Chestnut between Second and Third began in 1936,
but funding for the facility delayed completion of the structure for several years.23 The
school was renamed the Kirkman Vocational High School after 0. C. Kirkman's death in
1943.
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Chapter 7
Beyond the Gateway
Urban Renewal
1945-1988

Changes to the waterfront at Ross's Landing in the last few decades have been
dramatic in scale, and the physical landscape of the pioneer ferry landing is now so remote
as to be unobservable. Many of the most drastic modem changes in the landing area trace
their origin to the private automobile. The automobile enabled a separation of work place
and residence, and the population of the city dispersed to scattered suburbs and
neighboring districts, leaving behind low-income housing and small industrial and
commercial enterprises to operate in what often became blighted neighborhoods. What
happened in Chattanooga happened all over the nation, and the urban renewal initiatives
still in process today reflect a desire to revitalize what are usually the oldest areas of a
municipality. With each new wave of building, a wave of regret swelled among the
residents of once comfortable neighborhoods destined for demolition. Individuals familiar
with the pioneer landscapes of the 19th century decried the changes. Swept away in urban
renewal was often much of historical importance and comfortable familiarity.
The Impact of Urban Transportation Developments
At the conclusion of the Second World War, there was new emphasis placed on
motor vehicle transportation, for business and pleasure. In Chattanooga, the electric
streetcar would disappear in favor of the diesel bus, and a new system of high-speed and
limited access highways would be installed in and around the city.
The Olgiati Bridge
The increase in automobile traffic in the growing city spawned the origin of
Chattanooga's fourth Tennessee River bridge in the late 1940s. Traffic to North
Chattanooga and points nearby was forced over the Walnut and Market street bridges, and
when either span was closed for repairs, the motorists of the city experienced anguish and
frustration. It was even suggested that the Army might be requested to supply temporary
pontoon bridges over the river in the event of a long-term bridge closure.1
County Judge Wilkes Thrasher, who had been instrumental in construction of the
highway bridge over Chickamauga Dam, and P. R. Olgiati, Commissioner of Streets and
Sewers, originated the effort to build a four-lane highway span in the downtown area of
Chattanooga. The State approved construction of a new river bridge in July, 1950, but as
usual, funding the construction was to consume several years.2 Federal participation was
sought, and the new bridge would eventually be built as part of the nation's interstate
highway system. By 1953, federal approval had been obtained for the project, and Olgiati,
now mayor of the city, initiated the planning on what was tentatively identified as the Pine
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Street bridge.3 Like every other river bridge built in the county, there was the usual
planning and public debate, budget concerns, and construction problems.
A high concrete and steel bridge was to be built connecting Cedar Street on the
south bank with Cherokee Boulevard on the north shore. Designs were sought for what
was then called the Cedar Street Bridge. With preliminary designs of the bridge itself in
hand, bids for construction of the bridge piers were let in February, 1955. Massman
Construction Company of Kansas City was awarded the $634,000 contract for the four
river piers of the structure. Steel-reinforced concrete piers were poured inside metal
cofferdams, eliminating the expensive and dangerous compressed air caissons that had
proved so expensive to employ on the Market Street Bridge. By the end of 1955, the river
piers were virtually complete.4
By the time the river piers were under construction in 1955, the route of the bridge
and its approaches had been worked out, at least on the south bank. Cedar Street marked
the line of the south bridge approach and lent its name to the bridge-in-progress. Ninth
Street was to be widened, serving as the traffic funnel onto the north-bound ramps of the
restricted-access highway that would pass over the new bridge. On the north shore, the
main thread of the north-bound traffic would connect with Dayton Boulevard in Red Bank,
with several cloverleaf connections servicing feeder streets. Construction of the steel
superstructure of the bridge was delayed. Bethlehem Steel Company had won the contract
for the fabrication job, but strikes at the plant and the special nature of the fabrications
delayed delivery of the steel members until early in 1958. The first girders to arrive did so
straddling three railroad flatcars; the 128-foot long, six-foot high members each weighed
38 tons and were hauled to the foot of Cameron Hill on the railroad spur which had served
the sawmill and furniture plant in that location for over half a century.5 By October of
1958, the continuous ribbon of steel girders had been linked across the length of the
bridge, and informal ceremonies marked the closing of the channel span.6
The construction of the roadbed, guard rails, lighting, and drainage consumed most
of the following year. The design and construction of the approach ramps to the bridge,
and the modification of traffic flow patterns in the vicinity were sources of controversy.
Chattanooga was having its first taste of urban renewal. The construction of the highway
from Ninth Street to the southern end of the bridge churned through the gully separating
Cameron Hill from its northeast salient, the former Reservoir Hill. Cedar Street and
dozens of homes disappeared under the bulldozers clearing the roadbed and access ramps.
Bessie Smith's Blue Goose Hollow was gone. And this was just the beginning.
On November 20, 1959, the Olgiati Bridge was formally opened in well-attended
ceremonies. On the same day, the groundwork was set for a major urban renewal project
which the construction of the bridge had facilitated. In a contest held by the Junior
Chamber of Commerce, the blighted West Side of Chattanooga was renamed the "Golden
Gateway" to the city, and the stage was set for another even more sweeping transformation
of the landscape of Ross's Landing.?
The Golden Gateway project was a classic urban renewal project, dramatic in the
scope of its changes to the landscape and bitterly decried by preservationists. The project
encompassed the area west of Chestnut Street and north of Main, including all of Cameron
Hill and Reservoir Hill. Historic 19th century homes littered the area, especially in the East
Terrace area, and there was considerable public protest over their demolition. Over a
thousand homes were demolished and their families relocated, some in low-income tract
housing nearby. The peak of Cameron Hill was truncated over 150 feet to provide fill for
the freeway that passed its eastern flank. An apartment complex replaced the old homes
and Boynton Park on the top of Cameron Hill, and a shopping center and high-rise
residence units were built on the ridge crest known during the Civil War as Hospital Hill.
The 'slate' on the west side of town had been wiped clean. The new highway
bridge and approaches were part of an interstate highway spur line running north from the
main east-west route of Interstate 24. The 1-124 trunk line linked with Dayton Boulevard
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in Red Bank and with Signal Mountain Drive. The highway construction initiative that had
been the spark igniting the urban renewal on the West Side continued.
Impacts of Riverside Drive and Riverfront Parkway
Mimicking the function and some of the routes of the Belt Railroad of the 1880s,
city officials and highway planners devised a new bypass route around Cameron Hill to
eventually link up with Riverside Drive near Citico Creek. Riverside Drive had been
created in the years prior to the United States' entry into the First World War. The road ran
from the mouth of Citico Creek to north and east to Curtain Pole Road. At Citico Creek,
the road construction had destroyed all but a very small remnant of the Citico Mound, the
last imposing reminder of the Mississippian cultures that had inhabited the area in the preColumbian era.
In the late 1960s, a restricted-access four lane highway was built from Citico Creek
east, curving around behind the river bluffs upstream from Ross's Landing, passing under
the Walnut Street and Market Street bridges to the foot of Broad Street. This first stretch
was named Riverside Drive. From this point, Riverfront Parkway traveled west and south
around Cameron Hill to 20th Street, which was widened to intercept South Broad. Both
Riverside Drive and Parkway swept up historic homes and places in their paths. The Bluff
Furnace archaeological site, cut off by a bridge underpass and buried under several feet of
fill, was sliced by drainage pipes and culverts, and left to slowly erode under a storm sewer
outfall. The tract east of Market and north of First was affected by the thoroughfare, and
the bank of the river had to be heavily revetted with stone to anchor the highway. At the
foot of Broad Street in the historic wharf area, the highway confronted the last of the
utilitarian buildings associated with the Tennessee Furniture Corporation and its successor,
the Cavalier Corporation.
In February, 1961, the Cavalier Corporation announced that the Furniture Division
on west First Street would be closed due to its unprofitability. The plant included six
buildings with 250,000 square feet of space, and 250 employees were to be laid off.8 The
unoccupied structures were used as warehouses. Two of the surviving warehouses at the
First Street site burned in a major conflagration in June, 1972. The structures had already
been abandoned, and a Nashville firm was scheduled to demolish the structures as part of
construction of the Riverfront Parkway.9 Soon, virtually all traces of the early woodworking plant were gone from Ross's Landing. Only one crumbling remnant of a stone
wall remains to remind passers-by that buildings once stood on the spot.
Another indirect victim of the Riverside Drive extension was the Alhambra Shrine
building purchased by the Shriners in 1919 and opened in 1921. The former bonded
warehouse of Betterton's White Oak Distillery, the shrine property was impinged upon by
the highway construction along the riverbank east of Market Street. The state bought a
strip of land along the river that approached to within ten feet of the Alhambra building.
Plans to renovate the aging structure were curtailed, and the Shriners purchased a tract on
East Brainerd Road. The new facility was opened in May, 1970.10 The Alhambra
building, standing vacant after being gutted by fire, was recently demolished, and the
property is scheduled for redevelopment.
Veterans Bridge
The Veterans Bridge, constructed in 1983 and 1984, and dedicated in November,
1984, is technically out of the study area. However, several points of historical interest
may be made relating to its construction. The Georgia Avenue to Barton Avenue link that
the Veterans Bridge creates was one of the alternative sites proposed for the Market Street
Bridge prior to 1917. City ordinances prevent the erection of signs within a wide corridor
around the structure, preserving its beauty and serving to enhance the memorial quality of
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the structure expressed by its name.11 In this case, a civil engineering monument has been
envisioned as serving more esoteric interests than those strictly functional.

Figure 36. Remnants of a foundation from the Loomis and Hart Manufacturing
Company plant. This random-coursed stone wall is all that remains of the 19th
century plant that was one of the largest concerns on the waterfront and in
Chattanooga. Construction of Riverfront Parkway cut a wide swath through the
historic Ross's Landing district.

Businesses in the Landing District
The Coca-Cola Bottling Plant erected on the site of the old Chattanooga Brewing
Company continually expanded from the original building at the northeast corner of Broad
and Second Street. In four major expansions the plant had come to occupy the entire block
bounded by Broad and Chestnut, Second and Third. The completed facility featured rooftop parking.12 In 1969, Coca-Cola sold the site to Royal Crown Bottling Company for
$450,000 and moved to a modern and spacious new plant on Amnicola Highway.13 Royal
Crown occupied the plant until 1979, then it was sold to the Hamilton County Board of
Education, the present tenant of the property.14
Several of the businesses situated in the urban renewal district and in the area
around upper Market Street took advantage of the new commercial space created on the
west side of town. One of the first businesses to relocate in west Chattanooga's Golden
Gateway was Newton Chevrolet, which enjoyed the spaciousness of its new Riverfront
Parkway site.15 This company vacated the historic D. S. Etheridge buildings on Market
Street, and the Chattanooga Cable Television Company assumed occupancy of the
property. Today, the successor to this firm, Telescripps Cable Television Company,
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resides in the former Lincoln automobile showroom and the service station to the north.
The facades of the 1925 Louis Bull buildings are still intact, and the structure has been
listed on the National Register of Historic Places. The four-story building to the south of
the Lincoln showroom is now known as the John Ross building, and pre-dates the
Etheridge structures.
The horsecar barn and stables built by the Street Railway Company in 1887, and
modified in 1906, had been taken over by the Southern Coach Lines during World War
Two. In the 1970s, the facility was taken over by the Chattanooga Area Regional Transit
Authority (CARTA) and in 1978 was sold for $375,000 to a group of partners including
Joseph Decosimo, T. A. Lupton, Ted Franklin of Franklin Architects, and Alex Guerry.16
Some demolition of a portion of the structure along Third street was necessary, but a
nomination to the National Register of Historic Places served as recognition by its owners
of its historic value.17 A recreational facility known as the Sports Barn opened in 1979
inside the structure, and remains tenant at this time.18 The motor bus sheds built about
1926 north of the 1906 electric streetcar barns was bought by Seymour Charter Bus Lines.
These two buildings were demolished in 1989 as part of the Tennessee Aquarium
development.
The Noland Company opened for business at 115 Market Street in 1930, selling
plumbing, air conditioning, and furnace equipment to building contractors. The firm was
part of a regional franchise operating throughout the south. In 1957, Noland announced
plans to expand the Chattanooga branch and close the operation on Market Street. The
Noland building was purchased in 1960 by the American Manufacturing Company, which
owned a plant site on the next block to the west. The transaction included 115 feet of
frontage on Market Street and 165 feet on Broad.19 The structure at 115-119 Market Street
was used for storage. The structure was demolished in 1989 in a public ceremony marking
the start of work on the Tennessee Aquarium development.
In 1946, the Cumberland Case Company left the site of its parent company, the
American Manufacturing Company, and moved to a twelve-acre site off Riverside Drive at
Citico Creek. In 1967, this division was renamed the Cumberland Corporation. The
American Manufacturing Company remained at the Chestnut Street site until 1985, when
the firm's manufacturing operation was moved to Hawthorne Street. Company owners
complained that their facility was an "industrial island" in a run-down district of the
town.20 Quadel Riverfront Associates Ltd. bought the property in 1984 and leased it to the
manufacturing company until the move to the new quarters was completed.21 The block
housing the empty plant of the American Manufacturing Company is being demolished at
this writing as part of the Tennessee Aquarium project.
Some firms had bad luck at their Broad Street locations. D. S. Etheridge Co. sold
the Ford dealership on upper Broad Street to Broadway Motors in 1940, and in 1948, the
Furlow-Cate Ford Company was formed to take over that Ford dealership. Furlow-Cate
occupied the brick showrooms built by Etheridge and Company in the 1930s. In
December, 1958, this showroom building was gutted by fire which destroyed three
automobiles. The three-alarm blaze at 301-23 Broad Street drew a large crowd, but the
damage was not serious. The company occupied virtually the entire block between Broad
and Chestnut, Fourth and Third. In May, 1959, Furlow-Cate held a grand opening of their
new showroom and remodelled quarters on Broad. In June, 1964, extremely heavy rains
collapsed the roof of the new showroom, causing minor damage and some injuries. D. S.
Etheridge Company Inc. still held title to the buildings, and had to sue the insurance
company in order to settle the damage claims. The Furlow-Cate group split in 1967, and
Forrest Cate Ford remained at the 315 Broad Street address.22
Developer Franklin Haney began construction of a low office building on the block
bounded by Third and Fourth, Broad and Chestnut, in April, 1969, displacing the
successor to the Furlow-Cate Ford Company, the Forrest Cate Ford Company. This
construction was part of a Downtown Redevelopment Program. Haney's two million
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dollar building was erected to house the Tennessee Valley Authority's Mapping and Survey
Branch which occupied scattered offices throughout the city.23 TVA still occupies the
structure. A narrow strip of the block adjoining Fourth Street is divided between two small
private businesses.
Kirkman Vocational High School
The Chattanooga Vocational High School continually expanded its facilities in the
post-war period. In 1950, the school expanded north into a renovated structures formerly
occupied by the Stein Construction Company at on the west side of Chestnut on either side
of Second.24 In 1955, the Freeman Pontiac building at the northwest corner of Third and
Chestnut was acquired by the school. Kirkman Vocational High School acquired its
present name in 1958.25 Construction of the Olgiati Bridge and the urban renewal project
known as the Golden Gateway provided fresh ground for a major expansion of the
facilities at the school. A small football field with bleachers, and a baseball diamond were
created atop the old reservoir hill north and east of the Fourth Street entrance ramp to 1-124
north. At the northwest corner of Fourth and Chestnut, a cinder track was built, and to the
north, a new gymnasium was created. By 1963, these completed additions had rounded
out the physical education facilities of the technical school.
Waterfront Laundries
A cluster of laundry and dry cleaning businesses evolved at the south landing of the
Market Street Bridge in the early decades of this century. All closed in the decades
following the Second World War, at least two of them victims of wash-and-wear
technology.
Mertins French Cleaning Company, a dry cleaning and dyeing concern, was
situated at 122-124 Market Street until 1958, when the firm declared bankruptcy.
Established in 1914 by F. A. Mertins, the company had been sold twice in the years prior
to its final closing.26 Harry R. Cantrell's Crown Laundry at 18-26 Market closed its doors
in 1945. The three-story brick building had a floor area of 50 by 100 feet, and was
purchased by Miller Brothers Company to use as a bulk storage facility. The lot had 90
feet of frontage on Market just north of First Street, and was 130 feet deep.27 The
Plymouth Laundry of L. N. Polk and John P. Brown closed in 1972 after 44 years of
service at their plant site at 103-107 Market Street.28
On the Tennessee River at Ross's Landing
More or less continuously, the Ross's Landing wharf has had tied up to it one or
more versions of a 'steamboat' since the first days of Chattanooga. In the last decades of
this century, the strictly utilitarian nature of the wharf has given way to strictly recreational
usages and historical commemorations of the early days of the town.
Ross's Landing Park
The historic associations of the wharf area were not forgotten in the urban
redevelopment projects of the late 1950s and 1960s. A bronze plaque had been placed on
the southern approach to the Market Street Bridge in 1930, commemorating the site of
Ross's Landing.29 The plaque was placed opposite the bronze tablet identifying the
principal parties involved in the bridge construction. With the annexation of North
Chattanooga in 1929, the bridge became the property of the City of Chattanooga. In 1950,
the Market Street Bridge was officially named the John Ross Bridge.3°
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The City of Chattanooga purchased a 3,100' strip of land along the waterfront in
1972 and developed a plan for creation of a public boat ramp, docking facilities, and an
enclosed marina. In July, 1975, city officials dedicated Ross's Landing Park, and plaques
commemorating the 53 original white inhabitants of the settlement were placed in October
of the same year.
A public boat ramp was created at the foot of Broad Street, incorporating the old
Belgian limestone blocks that paved the wharf at the turn of the century. Thousands of
private fishing and skiing boats launch at the landing every year, and in the sheltered waters
between the bluff and Maclellan Island, rowing shells from the nearby barge of the
Lookout Rowing Club slide through the water.
The modern equivalent of steamboats still dock at the Ross's Landing pier, but
these steel-hulled twin screw boats bear little resemblance to the wooden paddlewheelers of
the 19th century. Dinner cruises up the river at noon and at dusk continue a tradition from
the last century. Occasionally, a large Mississippi sternwheeler makes a sojourn upriver to
Chattanooga, and never fails to draw an admiring crowd. Fascination with old-style
vessels has not waned.
Boat racing in front of Ross's Landing has a long tradition. Paddle-wheeled
steamboats, "naptha" launches, and outboard motor boats have all competed in the waters
at the foot of Cameron Hill. Modern hydroplane boat races continue this recreational use of
the Tennessee River.
The Riverbend Festivals
In 1982, the first of the now nationally-famous Chattanooga Riverbend Festivals
was held August 23-28. Patterned after the Spoleto festival of Charleston, South Carolina,
the week-long celebration capped a series of musical events and concerts which occurred
throughout the summer. The festival included the arts and crafts shows, street vendors,
sporting events, and productions on a floating stage built atop a 195-foot long barge. An
important element of the celebration was the first Bessie Smith Jazz Strut on east M. L.
King Boulevard, joyously commemorating the life of one of Chattanooga's premier black
singers. This first Riverbend festival ended with a grand finale of fireworks. Each year
the festival has enlarged and expanded its scope and draw, and is now acknowledged as an
important regional celebration of the river and Chattanooga.
Lookout Rowing Club
The Lookout Rowing Club had originally been formed in the 1870s, but had
dissolved. In the late 1970s, the club was reconstituted by William G. Raoul, Chairman of
the Board of Cavalier Corporation, a successor to a waterfront enterprise, the Tennessee
Furniture Corporation of Gaston Raoul. Bill Raoul donated a small barge and eight single
sculling boats to the club and launched the sport at Ross's Landing once again. The current
boathouse is a spacious former grain barge, AT 87, donated to the club by Serodino Barge
Lines.31

123

Notes to Chapter 7
1 Chattanooga

News-Free Press, July 8, 1949. (Hereafter, News-Free Press).

2 Chattanooga Times, July 7, 1950. [Hereafter, Times].
3 Times, May 12, 1953.
4 Times, January 25, 1955; March 5; September 26.
5 Times, February 15, 1958.
6 News-Free Press, October 22, 1958; Times, October 23, 1958.
7 Times, November 20, 1959.
8 News-Free Press, February 15, 1961.
9 News-Free Press, June 3, 1972.
10 Chattanooga Times, January 12, 1965; (Hereafter, Times); April 19, 1970; News-Free Press January 11,

1966.
11 Times, April 18, 1984, p. B2.
12 Times, January 12, 1961.
13 Times, March 2, 1969.
14 News-Free Press, December 29, 1979.
15 Times, February 12, 1972, p. 1; February 10, 1973, p. 14.
16 News-Free Press, November 10, 1978, p. 1; December 13.
17 Times, May 24, 1979, p. Dl.
18 News-Free Press, May 30, 1979, p. A10; September 16, p. F8.
19 Times, June 4, 1960.
20 News-Free Press, January 20, 1985, p NI.
21 Times, October 26, 1984, p. B3.
22 Times, December 6, 1958; May 14, 1959; June 2, 1964; January 22, 1966; December 24, 1966;

January 22, 1967.
23 Chattanooga Post, April 17, 1969; Times, April 10, 1969.
24 News-Free Press, August 24, 1950.
25 Times, February 13, 1958.
26 Times, December 9, 1958.
27 Times, June 9, 1945, p. 13.
28 Times, October 7, 1972, p. 3.
29 Times, January 4, 1930, p. 7.
30 Times, January 4, 1950.
31 Times, July 21, 1978, Wi; July 8, 1979, p. D8; News-Free Press, October 9, 1977, p. A14.

124

Conclusions
This survey of Ross's Landing through time has attempted to isolate historical
events and people associated with a place of signal importance in the birth and growth of
Chattanooga. The resources examined in this research consist of documentary records in
no immediate danger of being destroyed. Unlike the documentary record, the archaeological record at Ross's Landing is a perishable resource.
Archaeological Sites and the National Register
It is natural to be concerned that with the coming wave of redevelopment in the
waterfront area of Chattanooga due cognizance be made of the potential impact on buried
cultural resources in the project area. As of this writing, there is no plan to conduct any
archaeological testing in any portion of the project area prior to construction. No
environmental impact statements have been required and no compliance-related
archaeological testing is scheduled.
No archaeological field work was performed for this research document, but the
site files of the State of Tennessee Division of Archaeology were examined as part of the
background study. Four documented archaeological sites are recorded in or immediately
adjacent to the Phase II Riverpark impact area at Ross's Landing.
The Maclellan Island site, 40HA64, is a multi-component Archaic to Woodland
open habitation site. The site has been badly eroded by periodic inundation in the historic
past as well as having been under cultivation for much of the Euro-American occupation of
the Chattanooga area. Recent impacts occurred when the Veterans highway bridge was
constructed over the eastern half of the island; two piers were stationed on either side of the
island. Newspaper items have documented the exposure of multiple prehistoric or
protohistoric Amerindian burials in the past. Following the flood of April, 1886,
numerous skeletons were exposed as flood waters deflated the topsoil of the island. Dr.
Charles Wight and Professor H. D. Hyatt, Superintendent of Public Schools, made
examinations of six burials exposed by the flood waters. On the basis of the sketchy
descriptions, flexed burials characteristic of prehistoric interments were noted. The
absence of coffin remains and historic-period artifacts such as buttons accompanying the
burials also points to prehistoric interments. The surface of the island was heavily
collected, yielding large quantities of points and other "curiosities."' The Jeffrey L. Brown
Institute of Archaeology undertook a systematic archaeological survey on the island in the
spring of 1983 and confirmed the presence of prehistoric (Woodland) components.
The Ross's Landing site, 40HA123, is recorded on the basis of archival and other
historic documentary materials, and is identified as encompassing the ferry landing and
warehouse built by John and Lewis Ross in 1815. The site is situated between the south
bank landings of the Market Street and Walnut Street bridges. This site locality is also on
the National Register of Historic Places. Historic Cherokee archaeological remains may
also be present at this locality; as discussed in Chapter 1, the William G. Sparks land entry
in 1837 included an "old Indian field" located around the foot of Market Street.
The Heritage Place site, 40HA210, is described as a multi-component Late Archaic
to Mississippian open habitation site on the north bank of the river opposite Maclellan
Island. The site was surveyed by the Jeffrey L. Brown Institute of Archaeology in 1984
and in subsequent salvage excavations prior to construction of a condominium project, the
remains of two Amerindian individuals were removed. Mississippian house floors and
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wattle-and-daub structures were known to be scattered the length of the site along the flood
terrace, and a radiocarbon date documents occupation on the terrace in the Dallas period,
circa A.D. 1300-1500. The Mississippian and Woodland components of the site have all
but been obliterated by the construction of the Heritage Landing condominium tract.
The Bluff Furnace site, 40HA221, is a well-known site of the antebellum blast
furnace complex of the East Tennessee Iron Manufacturing Company, and substantial
archaeological remains have been documented in a series of excavations carried out at the
site by the Jeffrey L. Brown Institute of Archaeology. Approximately 75 percent of the site
has been excavated, and a substantial number of artifacts and significant documentary data
has been collected. This site is also on the National Register of Historic Places. The
property is owned by the City of Chattanooga and is under lease to the Bluff Furnace of
Chattanooga, Incorporated group, a non-profit organization.
There have been no systematic site surveys for aboriginal or historic archaeological
sites in the floodplain area on either side of the river at Ross's Landing. It is here stated
that given the documented pattern of Woodland and Mississippian period occupation in
other portions of the Tennessee River corridor in Hamilton County, it would only be
surprising if there were not aboriginal occupations in the floodplain of the project area.
Recent archaeological testing at the Tennessee Riverpark site 40HA102 uncovered a
Mississippian cemetery on a point-bar levee formation backed by a drainage slough to the
rear.2 This site is similar in geomorphology to that encountered in the early historic
topography of Ross's Landing, where the historic waterfront below Broad Street was
backed by just such a slough draining the surrounding heights on the east and west.
The aggradation of ground surfaces throughout the project area has doubtless
buried early features and artifacts under layers of fill, and only in the case of the most
intense modern construction activities would these deposits and features have been erased.
In earlier chapters we have cited accounts of construction workers encountering the remains
of early structures in the study area around Ross's Landing, for example, the discovery of
sub-structural timbers associated with the Civil War period Federal commissary building
exposed during construction of the streetcar barns on Market Street in 1906. This
preservation by filling phenomenon was noted in principle over a decade ago by the late Dr.
Jeffrey L. Brown in the Chattanooga Landmarks Survey by Zarney and Gaede.3
The same study lists steamboat wrecks in the vicinity of the landing. Remains of
the hull of the steamer/ferryboat Tellico should be present opposite the Landing on the
no,th bank of the river near the Market Street Bridge. In the same locality was abandoned
the hulk of the derelict steamer Chattanooga, which sank there about 1920. Even a casual
observation of the north bank of the river opposite the Ross's Landing wharf reveals that
the process of mooring hulks there continues unabated. No formal underwater
archaeological survey has been undertaken at or near the landing, but sport skindivers may
have knowledge of historic period remains along the waterfront area. Poor visibility would
have a negative effect on any systematic underwater survey of the landing area.
There is some concern that undocumented aboriginal as well as historic interments
may be present in the project area. Accounts of the early historic period make mention of
the first white cemetery being on the east flank of Reservoir Hill, now housing the football
and baseball playing fields of Kirkman Technical High School.4 These accounts also
mention the second cemetery being on nearby Brabson Hill, east of Market Street. Some
support of this assertion is reflected in the uncovering of a coffin in a gas pipe trench
excavation on High Street near Third in October, 1880.5
Archaeological monitoring of construction activities in the Ross's Landing area is
highly desirable. Unfortunately, there is no contractual or informal arrangement to do so.
Predicting where archaeological remains might be encountered is a fruitful approach in
urban historical archaeology. The urban landscape is well documented from that point of
view with fire insurance maps, street plans, and a wealth of primary and secondary
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documentary data. However, it is in testing the historical assumptions that archaeological
information is obtained.
Standing structures or sites on the National Register
There are four buildings or sites in the project area that are presently listed on the
National Register of Historic Places. Ross's Landing was nominated in February, 1972,
and is identified as the ferry landing associated with John Ross. The nomination form was
prepared as the construction of Riverside Drive was in progress, and the preparer of the
form, the late Dr. Gilbert E. Govan, suggested that there was interest in the land south of
Riverside Drive and east of the Market Street bridge as a park site commemorating the
historic river landing. Plaques celebrating Ross's Landing and its first Euro-American
settlers are sited, however, downstream at Ross' Landing Park. The Alhambra Shrine
building, situated on the site, has been recently demolished prior to redevelopment of the
tract.
The Newton Chevrolet Building was nominated to the National Register in
November, 1972, shortly before the Newton dealership moved to a new site in the Golden
Gateway project area. Inexplicably, the nomination form does not identify the building at
329 Market Street as having been built by the D. S. Etheridge Company as part of their
Lincoln and Ford automobile dealership in 1929. The Lincoln showroom and adjacent
service station annex are still standing and occupied by Telescripps Cable Television
Company.
The City Street Railway Company car barns complex was nominated to the
National Register in December 1978, and encompasses all three major structures or
structural groups present on Market Street on either side of Third. The 1887 horse barn
and car shed, the 1906 electric streetcar barns, and the 1926 motorbus barns are listed
jointly on the nomination. The nomination contained detailed information on the past
history of the site. The 1887 horsecar barn is presently owned and occupied by the
Sportsbarn, Incorporated, and the remaining structures on the north side of Third Street,
formerly owned by the Chattanooga Area Regional Transit Authority (CARTA) and
Seymour Charter Bus Lines, have been acquired by The RiverCity Company. Recent
demolition activities in the car barn area have resulted in the removal of the concrete bus
barns erected about 1926.
Oddly enough, neither the Walnut Street Bridge nor the Market Street Bridge have
been placed on, or nominated to, the National Register, although the Walnut Street Bridge
has been determined to be eligible. Efforts to refurbish and reuse the closed Walnut Street
Bridge are intense and will likely succeed in preserving that historic structure. The Market
Street or John Ross Bridge is still an integral part of the local traffic flow patterns and has
an indefinite lifespan ahead of it.
Other structures in the study area that are potentially eligible for inclusion in the
National Register of Historic Places include the brick building at the northeast corner of
Market and Second Streets, presently occupied by Competition Cars. Although a more
thorough documentary and architectural study of the existing structure needs to be
performed, this structure was apparently built prior to 1889 and was occupied by the flour
mill of C. C. Shelton (a.k.a. Shelton Grain and Feed). The limestone and brick building at
the southwest corner of Broad and Second Streets was erected in 1930 to house the third
Chattanooga Coca-Cola Bottling Company plant. This structure is particularly important to
the commercial history of the town in the 20th century, and is currently occupied by the
Hamilton County Board of Education. This building was designed by R. H. Hunt, and
may be included on the National Register of Historic Places in the thematic nomination of
Hunt-designed structures in Chattanooga.
All the buildings and structures listed and potentially eligible for Register inclusion
are of local significance, and some may be of state or national significance for their
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associations with nationally significant enterprises (such as the Coca-Cola building) or as
engineering monuments (the Walnut and Market Street Bridges).
The Historical Significance of Ross's Landing
Assessing the historical importance of a place does not rest on how much of the
remaining physical landscape is old. Rather, the significance of a place rests in determining
what past events evoke an emotional response with respect to our perceptions of local,
regional, and national history. As an intangible, historical significance changes through
time.
Ross's Landing on the Tennessee River is the root stock of the modern city of
Chattanooga, one of the four principal metropolitan areas of the state and a regional center
of commerce and industry. With the passage of 150 years, the landing today bears little
resemblance to the few hundred yards of sandy beach as it appeared in 1838. Modern
construction has cropped the high ground and filled the low ground, homogenizing what
was once a more rugged landscape. Trees are now welcomed visitors to the urban
landscape, but once the surrounding hills were heavily forested. Old drainage sloughs
have been filled and much of the landscape paved. And these are only the physical
changes.
Ross's Landing was first and foremost a meeting place of two nations: the United
States of America, and the Cherokee Nation. The landing was a place of friendly
commerce and also of apprehension and trepidation. While trying to maintain their own
distinct cultural traditions and lifeways, the Cherokee nonetheless compromised with their
aggressive neighbors across the river and adopted many elements of the Euro-American
way of life. The tireless efforts of John Ross to peacefully protect the Cherokee lifestyle
and land failed, and only his family name commands any presence at the river crossing
today.
The early settlement at Chattanooga had two focal points of commerce and industry:
the river at the north end of town and the railyards on the south. Through railroads,
streetcar lines, and wagons these two hubs were connected, and the vigorous steamboat
trade of the antebellum era competed with the regional railroads converging at Chattanooga.
If one wanted to check the pulse of industry in the district, there were only two places one
needed tc, look: the railyards and the wharf. As a commercial wharf, Ross's Landing
remained important well into the 20th century. The town's first heavy industry was
nearby. At Bluff Furnace, there was a successful attempt at introducing new iron-smelting
technology into the south, an attempt that failed due to the clouds of war on the horizon.
During the Civil War, the landing was the scene of intense and diverse activities.
Fortifications dotted the high ground overlooking Ross's Landing, protecting the ferry
crossing, the temporary pontoon bridges, and the military bridge erected by the Federal
troops. At the wharf, warehouses and a shipyard were places of intense activity, and a rail
line was completed to the landing. The city's first practical water system was begun during
the war.
Ross's Landing was a busy if unkempt beach. Despite the severe floods of 1867,
1875, and 1886, more and more businesses moved into the waterfront district, either to be
near the water as a mode of transport or to take the river water and use it as a commodity.
An ice company and a brewery shared the landing with several large sawmills. The first
commercially successful public water company operated on the banks of the river.
Beginning in the 1880s, the municipal government made its presence felt on the waterfront
by improving street grades and extending pavements; by providing sewers and water
mains; and by increasing interest in the ownership of the wharf itself as a public asset.
Little by little, in the bridge-building era, the river became more a place of recreation
and less a thoroughfare of industry. Erection of the Walnut Street Bridge in 1891 marked
the beginning of the end for the local water traffic across the river, and the Market Street
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Bridge, completed in 1917, removed any need for ferries altogether. The sawmills dotting
the banks thinned, yielding their sites to other industries. The river filled with small, exotic
pleasure craft, supplementing the cruise trade of the larger commercial steamboats.
Chattanoogans gathered at the landing to watch an early pontoon aircraft and a fledgling
pilot test their wings, and raced boats powered by gasoline engines.
The city divested itself of title to the Ross's Landing wharf in the 1850s, and fought
for half a century to get it back. Finally, in 1905, the wharf was once again public
property, albeit leased to continue its commercial existence for several more decades. The
construction of Hales Bar Dam in 1913 changed the waters at Ross's Landing into a lake,
and with the efforts of the Tennessee Valley Authority, the wild river was tamed. With the
calming of the waters and the increasing commercial importance of highway transportation,
the utilitarian uses of the Ross's Landing wharf waned. Recreational use of the river and
wharf continued. Finally, in the 1970s, industry left the waterfront at the landing and the
site was dedicated solely to recreational and historical uses. Urban renewal projects and
road construction in the area substantially altered the physical and social character of the
landing.
Many important local industries had their start in the waterfront district of upper
Broad and Market. The American Manufacturing Company, and its offshoot, the
Cumberland Corporation, still play roles in the economic community of today. Newton
Chevrolet originated in the area in the 1920s, and now occupies a prominent position in
retail automobile sales in Chattanooga. The Chattanooga Coca-Cola Bottling Company
built its third plant in the city on Broad at Second, and remains an important local enterprise
linked to a global market for its product. The important lumber industry of the waterfront
in the 19th century has also survived through corporate permutations into the present
century; Cavalier Corporation is the direct descendant of the Loomis and Hart
Manufacturing Company of the 1800s.
Interurban transportation began at the landing with the construction of the
Chattanooga Street Railway in 1875. The turntable for the first horsecar line was at the end
of Market Street, and the tracks ran down the middle of that thoroughfare to Ninth Street, at
least symbolically connecting the river with the railyards south of town. The later electric
lines at least nominally all started at the river, and many of these streetcars and their
successors, motor buses, returned to the roost near the landing for repairs and
maintenance. The utilitarian structures associated with the horsecar and electric streetcar
still remain in some form or another in the blocks between. Market and Broad.
The start of Chattanooga's first municipal water supply company is also linked to
Ross's Landing. From the river near the foot of Pine Street came the city's drinking water
from 1865 to 1887, and the heights of the Kirkman baseball field once housed the first
water tanks and brick-lined reservoir ponds.
Chattanooga outgrew its south bank boundaries and built bridges so that the rest of
the county could be linked with its own prosperity. In the process, we were left with
monuments to a century of civil engineering and bridges that hopefully will continue to
serve practical and esthetic functions for another hundred years. The Market Street and
Walnut Street bridges are substantial achievements for the city and county and milestones in
their common history. No less so are the Olgiati and Veterans Bridges, monuments to our
modern engineering skills and economic vision.
In the last two centuries we have witnessed the river itself yield to dramatic
changes, beginning with the feeble efforts of the Army Corps of Engineers in the antebellum period to clear the channel of obstructions. Finally, in 1913, private enterprise built
Hales Bar Dam downstream and the water in front of Ross's Landing was turned into a
lake. The more modern Nickajack Dam raised the water a little higher, but in the 20th
century, the entire drainage basin of the Tennessee River was placed under the control of an
integrated system of hydroelectric and flood control projects which have all but eliminated
the disastrous seasonal flooding of the stream.
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The river saw a progression of floating craft through the centuries. The hollowed
tree trunk or pirogue and the plank-built skiff were succeeded by the flat boat and its more
stylish cousin, the keel boat. In the age of steam the river was traversed by large and small
sidewheelers, sternwheelers, and early steam-driven screw launches. With metal hulls and
powerful internal combustion gasoline and diesel engines, the towboats of the early 20th
century were sharing the river with a growing number of small boats built strictly for
pleasure and relaxation. The obscenely fast fiberglass bass boat and outboard motors now
tread channels also traveled by more genteel craft: the slender rowing shell and crew boats.
Ross's Landing still retains its historical association with the river and the people
and vessels that ply the stream for commerce and pleasure. In this year, 1988,
Chattanoogans in crafts of all types congregated at Ross's Landing for the 20th Annual Fall
Color Cruise downriver to Shellmound Recreation Area in Alabama. This was a popular
destination in the 1880s, when sternwheel steamboats cruised to that point for a day's
celebration. It is probable that most of the passengers disembarking there today do not
realize they trod a century-old path. Sometimes, traditions are unconscious.
Tugboats and barges still traverse the river, and the industrial use of the water will
probably only increase in this fuel conscious age. The recreational use of the stream has
increased dramatically, and will doubtless continue to do so as access to the river and its
many pleasures is improved. It may well be that in terms of economic rewards, the river
will enjoy its highest realization from the sphere of recreation. The presence of history and
sense of place are strong in the shadow of the bluffs and bridges at Ross's Landing.

Notes to Conclusions
1 Chattanooga Times, April 24, 1886, p. 6; May 1, p. 6. There have also been published reports of
unidentified bones being found in a cave in the limestone bluffs at the end of High Street. The existence of
this cave, the entrance of which has been blocked by the waters of Nickajack Lake, has been known since
antebellum times. One such report of bones in the cave appears in the Times, December 19, 1884, p. 8.
2 See R. Bruce Council, The Tennessee Riverpark Excavations: Archaeological Testing at Sites 40HA102
and 40HA233, ChAttanooga, Hamilton County, Tennessee, (The Jeffrey L. Brown Institute of Archaeology,
University of Tennessee at Chattanooga, 1989), p. 17-20
3 Kim F. Zarney and Robert C. Gaede, Chattanooga-Hamilton County Landmarks Survey and Preservation
Plan, (Chattanooga-Hamilton County Regional Planning Commission, 1977), p. 24-25.
4 Henry M. Wiltse, History of Chattanooga, (Typewritten manuscript, distributed by the Author, 2 vols.,
1916-1919), v. 1 p. 10. Also, Zella Armstrong, The History of Hamilton County and Chattanooga,
Tennessee, (The Lookout Publishing Company, Chattanooga, vol. 1, 1931), p. 250.
5 Times, October 22, 1880, p. 3. The burial was reinterred in Citizen's Cemetery. However, no
examination of the surrounding area was made for other burials.
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Royal Crown Bottling Company
Ruger, A. (engraver/lithographer)
Ruohs, Joseph

1, 2, 3, 127
119
81
119
76
87
42
45
93, 112
112
76
54
24
27
6
6, 7, 8, 9, 13
7
10
125
122, 127
1, 5, 7, 8, 10, 11
7, 13
120
41
60

S

St. Johns Baptist Church
sand hogs
sawmills
Loomis and Bennett
Loomis, Hart and Company
Loomis and Hart Manufacturing Company
Z. T. Treece
Waters and Company
S. M. Winchester and Company
G. B. Woodworth and Company
Scales and Butler (firm)
Scales, Nicholas D.
Schurzer Bascule Bridge Lift Company
Schwerin, C. F.
Schwerin, J. M.
Scott, Gen. Winfield
Sequoyah (Cherokee)
Serodino Barge Lines
settlers, list of early
sewers
Seymour Charter Bus Lines
Shannon and Bye (brick makers)
Sharp Battery and Electric Company
Shea, Thomas J.
Shellmound, Alabama
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87
98
51
52
53, 120
53
53
53
53
8
8
99
87
87
10
10
123
12
61-63
121, 127
55
110
90
46

■
■

•
•

■
■

■

■
■

Shelton, Clement Clay (miller)
Shelton Grain and Feed Company
Sherman, D. C. (engineer)
Sherman, William T., Gen.
shipyards
Skillet, The (river obstruction)
Slayton, J. R.
Smith, Bessie (blues singer)
Smith Bridge Company
Soddy Coal Company
Soper, Ellis C. (civil engineer)
Southern Coach Lines
Sparks, William G.
Sportsbarn, The, Incorporated
Stagmaier, Henry
Stagmaier, John
Stanton, J. C.
steamboat companies
Alabama and Tennessee Packet Company
Chattanooga and Decatur Packet Company
Chattanooga and St. Louis Steamboat Company
Chattanooga Packet Company
Chattanooga Steamboat Company
Evansville, Paducah and Tennessee River Packet Company
Louisville and Evansville Packet Company
St. Louis and Tennessee River Packet Company
Tennessee, Ohio and Mississippi River Packet Company
Tennessee River Transportation Company
Tennessee River Navigation Company
Three Rivers Packet Company
steamboats.
Alabamian
Alliance
R. R. Anderson
Atlas
Avalon
Belle of Guntersville
R. M. Bishop
Bridgeport
Caney Fork
Casandra
Chattanooga
Cherokee
Chickamauga (sidewheeler)
City of Charleston
City of Chattanooga
City of Huntsville
City of Knoxville
M. H. Clift
Lucy Coker
Colbert
R. T. Cole
Dayton
W. L. Dugger
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54, 127
87, 127
114
28, 35
34-35, 43, 45, 81
82
40
115, 123
73
43
97
111, 121
12, 13, 19, 46
121
90
90
61
44
43
77
77, 78
76
76
78
76
76
44, 76
77, 79, 108
77
16
17
17
42, 43, 44
16
78
77
42, 43
34
17
17
17, 34, 43, 44
40
34
83
77
17
17, 42
43
42
81
76
76
44

27, 34
42
42, 49
17
78
83
17
42
10
17
76
17
42
76
17, 27
76
42
42
78
77
17
43, 44, 76
76
34
17
42
81
34
81
17
17, 19
42
42, 43
78
34
42, 43
44
17
27
17
42, 76
34
76
78, 82
34
27
44, 45, 50
82
43, 44, 48, 76
33, 34
44
78, 83
17
42, 43, 44

Dunbar
Emma
Emory City
Kate Fleming
N. B. Forrest
Tomlinson Fort (launch)
Molly Garth
M. A. Gee
George Guess
Guide
R. C. Gunter
Harkaway
Harry Helm
Herbert
Holston
J. R. Hughes
Ida
R. C. Jackson
C. E. James
Dorothy K. James
Jefferson
Johnson
J. H. Johnson
Kingston
Lady of Augusta
Last Chance
Long
Lookout
McPherson
Fanny Malone
Sam Martin
Mary Kate
May Bell
Megiddo (later Chattanooga)
Missionary
H. C. Murray
Myra
News
Paint Rock
Pickaway
Pinhook
Resaca
Rockwood
John Ross
Stone River
Tennessee
Josh V. Throop
J. N. Trigg
J. C. Warner
Wauhatchie (sidewheeler)
Weitzel
Joe Wheeler
Ellen White
J. T. Wilder
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■

■

Jim Williams
Wyeth City
Stein Construction Company
Stevenson, Vernon King
Stivers, A. G. (sawyer)
Stivers Lumber Company, A. G.
Stivers, C. E.
Strahle, Leo (boiler maker)
streetcar barns
streetcar companies
Chattanooga and Lookout Street Railroad Company
Chattanooga Electric Railway Company
Chattanooga Electric Street Railroad Company
Chattanooga Railway and Light Company
Chattanooga Railways Company
Chattanooga Street Railroad Company
Chattanooga Street Railway Lines
City Street Railway
Rapid Transit Company
streets, naming of
Strother, David Hunter (illustrator)
Suck, The (river obstruction)
Sunny South Brewery (see Conrad Geise and Company)
surveying terminology

17
44, 76
122
19, 46
53, 91
91
50, 72
50, 90
61, 91-93, 111
60
60
61, 91
61
92, 110
91
60. 61
110
61
61
13
19
16, 82
59
11-12

T
120, 127
Telescripps Cable Television Company
1, 121
Tennessee Aquarium
110
Tennessee Electric Power Company (TEPCO)
111,
119
Tennessee Furniture Corporation
Tennessee River Dry Dock, Construction, Wrecking and Navigation Company
45
82
Tennessee River Improvement Association
Tennessee River Navigation Company
87, 108
111
Tennessee Utilities Corporation
107, 111, 112
Tennessee Valley Authority
108
Tennessee Valley Barge Lines
72, 73
Thatcher, Edwin (architect)
45
Thatcher, L. P.
72
Third National Bank
89
Thompson, Frank M.
50
Thompson, G. W.
117
Thrasher, Judge Wilkes
110
Tittle Auto Company, W. H.
97
Toledo Bridge Company
10
Trail of Tears
8
Treaty of New Echota
77
Trigg, J. N.
113
Tripure Water Company
58, 74
Troutt, John (contractor)
40
Tschopik, A.
54
Tulless, James A. (meat packer)
82
Tumbling Shoals, The (river obstruction)
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U
U Bust Em We Fix 'Em Auto Radiator Company
Union Railway Company (Belt Railroad)
U. S. Army Corps of Engineers
U. S. Fish Commission
U. S. Military Railroad
U. S. Signal Service, weather observers
U. S. Topographical Engineers

110
48, 78, 97, 119
81, 97
51
30, 31
42
16

V
97
58
101

Yang Construction Company
Vetter (J. W.) and Company
Voight, J. Read

Wagner, Adam (brewer)
Walters, John (ferry engineer)
Wason Car Works
waterworks
American Waterworks and Guaranty Company
Army waterworks - Civil War
Chattanooga Waterworks Company
Lookout Water Company
Mountain Spring Water Company
Weber, William M.
Welige, H. (lithographer)
Wells, John W. (contractor)
Wells, Moses (steamboat captain)
wharf controversy
Whinery, W. S., Maj. (Army Corps of Engineers)
White, James L., Col. (trader)
White, Russel
White Oak Distillery
Whiteside, Hugh (judge)
Whiteside, James Anderson (lawyer, entrepreneur)
Wickwire Spencer Steel Company
Wilder, Brig. Gen. John T., (soldier, industrialist)
Wilkey, Wat C. (steamboat captain)
Williams Island
Williams, George W. (town commissioner)
Williams, James (steamboat investor, banker)
Williams, Samuel D.
Williams, Samuel P.
Williams, Silas
Williams, William (steamboat investor, banker)
Wilson, Woods (steamboat captain)
Wisdom, A. J.
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59
50
44
37
57, 81
37
24
56-58, 64
57
93
65
55
20
46-49, 79-81
71
8, 12
18
93-94, 97, 115
73
13, 20, 47
114
27, 42
48, 77, 81
78, 83, 100
12, 13
17
13, 19
77
13
17, 20
40
60, 61

Wright, W. M.
Wylde, William (ferryman)

60
49

X, Y, Z
Yardley, Thomas W.

56
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